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Vir. Amory’s Warning 


~=!'PEAKING on February 5 to the National Production 
Advisory Council for Industry, the Chancellor of the 
i:xchequer, Mr. D. Heathcoat Amory, warned both sides of 
industry to keep costs down unless they wanted him to 
rengthen his measures against inflation. Referring to the 
recent increase in the Bank Rate, Mr. Amory added that a 
freater disturbance could be avoided only with the active 
(2-operation of all sections of the economy. Excellent results 
i'ad been achieved last year, and a big rise in investment during 
960 seemed certain. Nevertheless, there was no cornucopia: 
fressures were mounting, and there had been recent signs of 
Srain in the national economy, particularly arising from 
Siortages of labour in some regions and of certain materials. 
/ ddressing trade unions with “the utmost gravity,” Mr. 
“mory reminded them of the wage increases which invariably 
&2company a successful claim for shorter hours. Such increases 
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could be in the neighbourhood of 6 or 7 per cent, depending 
on rate of overtime worked. They were only partly balanced 
by an average national increase per worker of about 2 per cent. 
Although a better average figure could be hoped for in the 
future, successful annual wage claims would outstrip the 
achievements made in real wealth and endanger our hard- 
won price stability. There is no doubt that Mr. Amory’s 
attitude is influencing that of the Government toward the 
present deadlock between the British Transport Commission 
and the National Union of Railwaymen. In the past, a success- 
ful claim by that union has inevitably resulted in a series of 
leap-frogging claims by other unions: it is strange that the 
N.U.R. seems unable to learn this most obvious lesson. A 
flat increase of, say, 2} per cent would draw claims in other 
industries for a 4 per cent rise, and it appears unlikely that 
the N.U.R. is thinking in terms of a mere 24 per cent. This 
argument is unlikely to convince the union and its supporters, 
which believe in the value of a Government subsidy. It will 
have more success with the British Transport Commission, 
the Government itself, and informed public opinion which, 
together with its uninformed and more numerous counterpart, 
eventually must foot the bill. 


Good Start for Eastern Region Traffics 


| the first three weeks of this year British Railways, Eastern 

Region, carried 83,000 more tons of merchandise traffic, 
an increase of nearly 25 per cent compared with 1959. The 
tonnage of minerals rose by 80,000, or 12 per cent, and that of 
coal and other fuel by 200,000, or 13 per cent. The spec- 
tacular increase in merchandise traffic is the result very largely 
of skill and energy on the part of traffic officers. A great 
deal of traffic must have been secured by commercial staffs, 
and rates quoted with skill. The decisions of many consignors 
in favour of rail transits were the result largely of satisfaction 
with the way previous goods consignments were handled. 
The rise in mineral traffic reflects increased output in the steel 
industry. Much of the additional coal traffic is understood 
to be household coal. Passenger receipts were £90,000, or 
nearly 9 per cent more than in the first three weeks of last 
year. The total increase in business, passenger and goods, 
for the first three weeks was running at more than £100,000 
a week. It is imperative that this encouraging start to the 
year’s business be not undone by any interruption to traffic 
and consequent loss of goodwill. 


Canadian National Railways Expansion 


VIGOROUS action by the Canadian National Railways to 
improve services, capture traffic, and reduce costs was 
described last week by Mr. J. C. Kenkel, European General 
Manager, C.N.R., in an address to the York Railway Lecture & 
Debating Society. After the last war, as soon as scarcities 
of materials allowed, the C.N.R. embarked on a vast pro- 
gramme of capital expenditure. In 1950-59, 628 miles of 
new line were built, at a cost of some £33 million, opening up 
national resources in which over £370 million has been or is 
to be invested by private corporations. In the 15 years since 
1945 £740 million has been spent on improvements to plant, 
or, allowing for the decline in the purchasing power of money, 
five times as much as in 1930-45. Introduction of diesel 
traction has resulted in movement of more traffic with fewer 
locomotives and wagons. There is greater convenience for 
customers in collection and delivery. The whole system is 
to be diesel worked by the end of this year—a complete motive 
power revolution in eight years. 


Use of New Techniques 


[MPROVEMENTS in wagon design and construction, as 

Mr. Kenkel pointed out, have helped the Canadian National 
Railways to reduce expenses. Nearly 40 per cent of C.N.R. 
wagons have been acquired in the past 10 years. Use is made 
of recently-developed techniques in electronics in a computer 
which simulates train performance to afford data for operational 
research into train performance and motive power and rolling 
stock user. Amongst marshalling yards using electronic 
equipment, the new yard at Montreal will be equipped with 
electronic television. C.T.C., first installed in the early days 
of the war, is to be extended to 4,000 miles of main line; 
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“ piggy-back ” transport has made good progress. As part 
of an active commercial policy incentive loading rates are 
quoted to meet road competition and to induce consignors 
to load wagons to maximum capacity. Following the example 
of British Railways, extensive use is made of agreed charges 
with reductions for a given yearly volume of traffic. A cam- 
paign to win more passenger traffic embraces inclusive tours, 
with tips and other items paid. The visual impact of the 
railway on the public in the colour design and colour of its 
buildings, rolling stock, publications, and so on is being 
studied and made more favouravle. 


Overseas Railways Traffics 


Ast African Railways & Harbours approximate railway 

revenue for the month of December, 1959, amounted to 
£1,693,000 as compared with £1,736,000 in 1958. This decrease 
was due almost entirely to receipts from goods traffic which 
fell by £52,000. This was partially offset by an increase 
of £4,000 from livestock, £6,000 from inland marine services 
and £4,000 from road services. Receipts from passenger and 
other coaching traffic were virtually the same as in December, 
1958. The total railway revenue for 1959 was approximately 
£19,493,000, an increase of £563,000 on the revenue for 1958. 
Canadian Pacific Railway revenue for December, 1959, 
amounted to $39,175,349 compared with $40,062,707 in 
December, 1958. Railway expenses were $34,707,247, com- 
pared with $35,116,981 in December, 1958, resulting in net 
earnings of $4,468,102 ($4,945,726), a decrease of $477,624. 
Aggregate net earnings for the year ended December 31, 
1959, amounted to $36,046,293, compared with $36,491,847 
in 1958. Benguela Railway Company net operating receipts 
for the year 1959 amounted to £2,495,500 compared with 
£2,340,540 in 1958. Increases were recorded under all headings 
except other transit traffic. 


Second Thoughts on Withdrawing Services 


AS’ a result of further investigation, British Railways, London 
Midland Region, has decided not to submit proposals 
to the competent Transport Users’ Consultative Committee 
for withdrawal of the passenger service from the Hope Valley 
line from Chinley to Dore. The line is part of the former 
Midland Railway route from Manchester to Sheffield. No 
doubt its usefulness as a goods route through the Pennines 
has diminished since electrification of the Manchester to Shef- 
field line of the old Great Central Railway through Woodhead 
Tunnel, and passenger traffic may be inconsiderable; but it is 
gratifying that the advantages of closure are found to be out- 
weighed. Not the least of the disadvantages in the case of a 
long section, such as the Hope Valley, remote from other lines, 
is the spreading in a wide area of the notion, ‘however wrong, 
that the railways are going out of business. Passenger ser- 
vices recently were improved on the Bletchley-Bedford- 
Cambridge branch of the L.M. Region in an attempt to 
attract more traffic, rather than withdraw facilities; and it 
was decided later, after re-examination of each case, not to 
proceed with closure for passenger or goods traffic of certain 
stations on other lines. These reversals of previous recom- 
mendations show that the traffic officers concerned are alive 
to possibilities and not rigid in outlook. The fine scenery 
traversed by the Hope Valley line might be the subject of 
further publicity. 


Another Spanish Talgo Service 


THE success of the Talgo articulated train running between 

Madrid and the French frontier at Irun/Hendaye has 
led the Spanish National Railways to institute a similar service, 
thrice weekly, between Madrid and Barcelona. The new Talgo 
covers the 426 miles between Madrid Atocha and Barcelona 
Termino in 9 hr. 5 min. eastbound and 9 hr. 15 min. westbound, 
over a difficult route. This compares with the previous fastest 
timings of 10 hr. 10 min. and 10 hr. 20 min. respectively by the 
*“T.A.F.” multiple-unit diesel trains. The Talgo train, 
with its how-hung single-axle articulated units hauled by a 
diesel locomotive, has afforded smooth running at relatively 
high speeds on the 5-ft. 6-in. Spanish gauge and on the sharply 
curved Madrid-Irun main line. Refreshments are served to 
passengers in their seats. The air conditioning adds much to 
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comfort in the extremes of the Spanish climate. The Talgo 
sets on the Irun line were built by the American Car & Foundry 
Company, under a Spanish patent, and the power units by Ganz. 


Electrification in Western Germany 


THE German Federal Railway continues to extend electrifica- 

tion, which has been found to result in great economies 
in operation. The system used is 15,000 V., 16% cycles a:c. 
The electrified route mileage at present is about 2,200, or 
about double pre-war, and 11 per cent of the total. Nearly 
one-quarter of the total traffic was stated recently to be electric- 
ally hauled. The reasons why the Bundesbahn has not made 
such progress in electrification as have some other European 
railways are the inability to electrify during the period of 
essential reconstruction after the last war, and the reluctance, 
in the past, of managements to embark on a system of traction 
as yet economically unproved, whilst ample coal was available. 
Certain additional sections are now being electrified, but a 
large-scale programme providing for continuity in conversion 
during the next few years is still awaiting implementation. 
Meanwhile the Federal Railway is making efforts to overcome 
serious financial difficulties. 


The Dublin-Belfast Passenger Service 


A RECENT journey from Dublin to Belfast showed that 

the division of ownership of this important route between 
Coras Iompair Eireann and the Ulster Transport Authority has 
not resulted in diminution of the high standards of main- 
tenance and equipment associated with the former Great 
Northern Railway. Although the through expresses between 
the two capitals have been reduced in number to four north- 
bound and five southbound on weekdays, they have been 
accelerated during the past year, partly in running and partly 
by reduction in the length of the stops for customs formalities, 
especially those at the exits from each side of the border. 
The non-stop “ Enterprise’ times have come down to 
2 hr. 10 min. each way for the 1123 miles, and certain other 
trains take only 2 hr. 50 min. with from five to eight inter- 
mediate stops, customs examinations included. Diesel train 
sets of both the owning authorities are used for these services, 
all with excellent buffet facilities. 


Rail and Road in the Northern Highlands 


THE Scottish Area Board of the British Transport Com- 
mission is anxious to keep open the lines of British 
Railways, Scottish Region, north of Inverness, and to improve 
the long-distance passenger and goods services. The single- 
track route through the Northern Highlands to Wick and 
Thurso is circuitous and susceptible to road competition. Accel- 
eration of passenger trains over longer distances necessitates 
concentration on these, and leaving the buses to cater for the 
shorter distances. This was pointed out last week by Colonel 
D. H. Cameron of Lochiel, Chairman of the Board in a letter 
to Provost Wotherspoon, of Inverness, outlining the Board’s 
proposals, already approved by the Transport Users’ Consult- 
ative Committee for Scotland. Passenger train and bus services 
north of Inverness are to be co-ordinated mainly by altering 
bus services. The establishment at Inverness of the 
headquarters of the Traffic Manager for the Northern Division 
of the Scottish Region, will facilitate co-operation between 
that officer and the General Manager at Inverness of 
Highland Omnibuses Limited. 


Three-system Electric Locomotives 


| ha converting at 25kV., 50 cycles, the line from Creil to 
Aulnoye, the French National Railways will gain both 
an electrified route from Paris towards the Belgian frontie1 
and a valuable alternative route to the Paris-Lille line for 
goods traffic from the Valenciennes and Somain mining areas. 
As described in an article on another page, this new conversion 
will include the branch from Busigny to Valenciennes and 
Somain, and will also connect at Aulnoye with the origina! 
Valenciennes-Thionville electrification, now part of the Lille- 
Basle electrified route, on which the 50-cycle system first gave 
proof of its capacity for heavy goods movement. As the Creil-— 
Aulnoye section is part of the main line from Paris to Brussels 
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and other parts of Belgium, and the Netherlands, consideration 
has been given to inter-running both with the 3,000-V. and 
1,500-V. d.c. systems. The latter is used elsewhere on the 
$.N.C.F. and by the Netherlands Railways. Prototype three- 
system locomotives have been ordered. They use a two-motor 
scheme with 1,500-V. motors fed in parallel, with resistance 
control, from ignitron rectifiers on a.c. and operating in 
permanent series on 3,000 V. d.c., when six weak-field steps 
will be available to give an operating flexibility approaching 
that of a locomotive with series/parallel control. On 1,500 V. 
d.c. the motors will be connected first in series and then in 
parallel in the normal way. 


Type ‘‘3”’ Diesels for Southern Region 


HE first of 98 British Railways Type ‘‘3” 1,550-b.h.p. 
diesel-electric locomotives for the Southern Region was 
delivered last week by the Birmingham Railway Carriage & 
Wagon Co. Ltd. The basic design follows that of the Type ‘“‘2” 
Bo-Bo locomotives built by the same company for the Eastern 
and Scottish Regions, but, by eliminating the train-heating 
boiler, extra space has been made for the Sulzer eight-cylinder 
8LDA28 pressure-charged engine in place of the six-cylinder 
1,160-b.h.p. unit. The weight, with an increased fuel load of 
800 gal., is virtually unaltered at 75 tons and the continuous 
rated tractive effort is 26,000 lb. at 18°5 m.p.h. A complete 
departure from standard practice with diesel locomotives on 
British Railways is the provision of an electrical train-heating 
generator. This has a maximum output of 235 kW. at 800 V.; 
it is constructed integrally with the main traction generator 
and driven at engine crankshaft speed. Apart from simplicity, 
an advantage of this system is that engine power not required 
for heating is available for traction. This would apply on 
passenger services in warm weather and when the locomotive 
is used for its primary purpose—that of hauling goods trains. 


Straight Talking 


AS we go to press, the National Union of Railwaymen stands 

by its threat to strike as from midnight next Sunday, 
February 14. The past seven days have been crowded with 
meetings: domestic meetings within each of the three railway 
unions; energetic meetings between the heads of the N.U.R. 
and their memberships; acrimonious meetings (so far as the 
unions were concerned) between the British Transport Com- 
mission and the heads of the three unions, and pacificatory 
meetings between those heads and the T.U.C. These are still 
going on. At time of going to press, a further set of meetings 
was in course of being. These were held between the Chief 
Industrial Commissioner, Mr. P. H. St. John’ Wilson, and 
representatives first, of the N.U.R., and, later in the morning, 
of A.S.L.E.&F. and T.S.S.A. These new parleys resulted 
from the intervention on the evening of February 9 of the 
Minister of Labour, Mr. Edward Heath. Diplomatic relations 
began to break down in earnest last Sunday, when it was 
announced that Mr. S. F. Greene, General Secretary of the 
N.U.R., had agreed a million-pound loan with the Co-operative 
Bank. Mr. Greene claimed that this sum, together with the £2-4 
millions already in the union’s general fund, would enable the 
N.U.R. to stand out against the Commission for about five 
weeks. 

In this way has the N.U.R. begun to dig the grave of its 
public esteem and sympathy. Until now, national press and 
public alike have accepted whole-heartedly the generalised claim 
that all railwaymen in Britain are underpaid: much sympathy, 
albeit largely muddleheaded and ill-informed, has been felt and 
expressed with the cause of the N.U.R. Recently, this attitude 
has showed signs of cracking. With justification, the ordinary 
man is at a loss to understand why two railway unions are 
willing to wait for the report of the independent pay inquiry 
while the third, and largest, is behaving like a chicken without 
ahead. It was pointed out—inaccurately—that this committee 
had been at work for 14 months. The fact that the first six 
months of this period had been taken up with union wrangling 
on terms of reference was forgotten or ignored. On Monday, 
Mr. C. W. Guillebaud, the committee’s Chairman, called the 
N.U.Rs. bluff: he announced that his report would be available 
at the beginning of March—a month sooner than he had 
previously stated. 
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Sir Brian Robertson, Chairman of the Commission, con- 
firmed his earlier pledges to grant an interim pay increase on 
receipt of a favourable report from Mr. Guillebaud and to 
back date the award to January 11. On February 8, he 
went a step further, promising an actual offer within one 
week of receiving the report. Not understanding the 
true reason for the N.U.R’s present behaviour, the public 
immediately formed an impression that all would now be well, 
and that the N.U.R. would withdraw its ultimatum to strike. 
This illusion was quickly dispelled when an announcement 
from Unity House, the headquarters of the N.U.R., made it 
clear that the Commission’s offer had been categorically 
turned down. At last it became generally clear that, far from 
eagerly awaiting the Guillebaud report, the N.U.R. views its 
advent with apprehension. It is possible to understand this 
attitude, if not to sympathise with it. It is at least likely that 
the report will pinpoint many skilled railway jobs as underpaid 
in relation to comparable work in outside industry, and the two 
smaller unions, A.S.L.E.&F. and T.S.S.A., cover between them 
a very much greater proportion of skilled occupations than 
does the larger, more unspecialised N.U.R. Knowing that, 
unless its dream of a Government subsidy comes true—and 
British economic opinion is against such a realisation—there 
can be only a limited amount of money available to implement 
the findings of the pay inquiry, the N.U.R. is determined to 
get its spoon into the bowl before the porridge is distributed. 
With justification, A.S.L.E.&F. and T.S.S.A. feel that, should the 
findings of the report point their way, they would receive small 
comfort from an empty vessel. The unwavering determination 
of both these unions to stand their ground indicated that this 
interpretation of events is correct. 

Last week, we stated editorially that an entirely new financial 
structure may have to be worked out for the British Transport 
Commission. The revelations of the Guillebaud report may 
well point to an equally radical reorganisation of the manpower 
set-up of the railways themselves. At present, it can be argued 
that as, under the éxisting structure, skilled jobs are largely 
filled by men recruited from the unskilled grades, it is essential 
to pay sufficient to those grades to attract suitable material for 
promotion. It would be cheaper, and probably far more 
effective, to develop present apprentice schemes to enable the 
right type of man to begin training relevant to his future work 
from the first day of railway service. The other way round is 
far too much like using a mackerel to catch a sprat. 

As we closed for press, talks were proceeding between the 
British Transport Commission and the Ministry of Labour. 


The I.R.C.A. Meeting in Delhi 


THe progress already achieved in electrification in India, 

and the conversion now in progress, taking advantage of 
the new techniques evolved with the a.c. system, made New 
Delhi an appropriate venue for the enlarged meeting of the 
Permanent Commission of the International Railway Congress 
Association on December 7-9, 1959, which discussed electri- 
fication questions. The Minister of Railways, Mr. Jagjivan 
Ram, opened the proceedings, at which Monsieur M. de Vos, 
General Manager of the Belgian National Railways and Presi- 
dent of the Association, took the chair. The United Kingdom 
delegates were Mr. K. W. C. Grand, Member of the British 
Transport Commission; Mr. S. B. Warder, Chief Electrical 
Engineer, British Railways Central Staff; and Brigadier C. A. 
Langley, Chief Inspecting Officer of Railways, Ministry of 
Transport. The Chairman of the Indian Railway Board, 
Mr. K. B. Mathur, attended with many officers of the Indian 
railways. Others present from overseas as members of the 
Committee or as advisers included Dr. H. M. Oeftering, 
President of the German Federal Railway; Dr. M. Schantl, 
General Manager of the Austrian Federal Railways; Mr. J. 
Lohmann, President, and Mr. J. P. Koster, General Manager, 
of the Netherlands Railways; and Dr. H. Gschwind, President 
of the Swiss Federal Railways; besides Monsieur P. Ghilain, 
General Secretary of the I.R.C.A.; and senior officers of the 
French, Belgian, and Japanese National, German Federal, 
Netherlands, U.S.S.R. and Italian and Swedish State Railways. 
The French delegation was large by reason of the technical 
assistance afforded by the S.N.C.F. in the design and installa- 
tion of a.c. equipment on the Eastern and South Eastern 
Railways of India. Reference to these and other electrified 
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works completed and in progress in India is made in an article 
on page 193. 

The Permanent Commission discussed the question 
“Problems met in the design of multi-current rolling stock. 
Existing types: experimental results: future developments.” 
In accordance with usual I.R.C.A. procedure, the practice and 
views of railways in a number of countries were summarised 
in two groups. These can be described broadly as railways 
in countries where English is or has been the working language, 
and where British practice generally is followed: and railways 
which tend to follow Continental practice, and use French 
as a working language or for communication with adminis- 
trations in other countries. The reporter for the English- 
speaking former group, which included Indonesia, Japan, the 
U.S.S.R., and South American countries, was Mr. J. J. Jonker, 
Head of the Rolling Stock & Electrical Installations Depart- 
ment of the Netherlands Railways. Mr. K. von Meyenburg, 
Head of the Motive Power & Workshops Division of the Swiss 
Federal Railways, reported for the second group; this included 
railways in Portugal and Portuguese territories overseas, and in 
Spain. The two reports were discussed and summaries agreed. 
Mr. A. Brouckaert, Head of the Motive Power & Rolling 
Stock Department of the Belgian National Railways, presided 
at these meetings. The usefulness of debating these reports 
lies mainly in the verbal discussions, in which a great deal of 
information is exchanged; the conclusions are not binding on 
the member administrations of the Association. 

Electrification of Indian railways was initiated in the Bombay 
area 35 years ago under the direction of British officers of 
Indian railways, and the rolling stock and plant was supplied 
by British industry. British practice is largely followed, and 
much of the equipment is obtained from this country. The 
paper given to the Commission by Mr. Warder, on high- 
voltage electrification on British Railways, was, therefore, of 
special interest. 

The Indian Government and railways followed their tradition 
of lavish hospitality in the form of a reception by the Railway 
Board, and a dinner by the Minister of Railways, who in his 
turn was the guest of honour at a dinner given by the Asso- 
ciation. In addition the visitors were enabled to see something 
of the progress made on expanding and improving the railways 
in several parts of India, by travel in a special train. 


Reasons for Passenger Train Delays 


FOR good timekeeping combined with high speed and 
frequency British passenger train services have long 
been unexcelled. Advantage has been taken of developments 
in motive power to cut schedules to the minimum consistent 
with the loads of the better-patronised trains and with finding 
paths on heavily-trafficked lines. Where, as on a few railways 
overseas, greater punctuality has been claimed, services have 
almost always been far less frequent, and-recovery margins 
much greater, and loads often have been much lighter. Any 
deterioration in timekeeping on British Railways, therefore, 
is obvious to, and more readily criticised by, the travelling 
public. It is right that the reasons should be understood. 

It is doubtful whether the reasons for the recent falling-off 
from high standards of the Western Region and of its predeces- 
sor, the Great Western Railway, are appreciated by critics. 
These difficulties have been and are being explained by the 
Region to the public, in posters and press announcements. 
Compilation of timetables has been made much more difficult 
by the implementation of the plan for modernisation and 
re-equipment. Preliminary work, which begins nine months 
before the date on which the timetable comes into force, takes 
into account the factors then known to exist and expected in 
the future, such as engineering works, with their attendant 
speed restrictions, and the planned introduction of new diesel 
services. It is not practicable to make radical changes in the 
timetable at the last minute. If the factors allowed for fail 
to materialise, or other, unexpected, problems later arise, the 
timetable is bound to be thrown out of gear. That is the basic 
reason for the recent unsatisfactory timekeeping. 

The particular causes are shortage of staff in certain grades, 
which is the crux; failure of contractors to deliver new diesel 
units by agreed dates; intensification of the frequency of 
services into and out of Paddington; speed restrictions over 
stretches of line undergoing essential engineering activity; 
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and fog. When the present winter timetable came into force, 
on November 2, seven weeks later than usual, in consequence 
of the strike in the printing industry, there was no alternative, 
in the face of these difficulties, but to do everything possible 
to maintain the services as planned. 

Throughout the Western Region there is an acute shortage of 
key staff, more severe in some parts than in others. This is 
particularly so among signalmen, shunters, guards, firemen, 
and maintenance and servicing staffs. The margin of reserve 
essential to satisfactory operation is reduced and a heavy 
burden is placed on the rest of the staff, who are working their 
hardest in difficult circumstances. Shortage of maintenance 
staff increases the possibility of failures of motive power and 
signalling and other equipment. The attraction of higher wages 
and more regular working hours in other employments has 
caused many experienced men to leave the railway service. 
Their years of experience, invaluable in operating work, 
cannot easily be replaced, especially in areas where the general 
demand for labour is high. 

Since the last war there has been a substantial increase 
in the number of express and outer-suburban trains from and 
to Paddington. Few passengers who enjoy the more frequent 
service realise the extent of the resultant complications in 
operation when provision of additional tracks is out of the 
question and it is necessary to schedule trains up to line 
capacity to meet the movement demand. The problems include 
that of holding connecting trains at junctions. Nor do they 
weigh the many factors to be considered in formulating instruc- 
tions to each junction station on the length of time a train may 
be held for a connection, based on the comparative importance 
of the trains and with the object of causing the least incon- 
venience to the largest number. 

With schedules based on average performance, in normal 
weather, of the type of motive power needed for the maximum 
load, any deterioration of circumstances, such as poor quality 
coal, may make it impossible for drivers to avoid losing time 
or to recover from other delays not attributable to motive 
power. 

The coals obtained by the former G.W.R. for its locomotives 
were of qualities suitable for the various types. Today inability 
to obtain a regular supply of coal of the requisite grades, with 
resultant steam pressure problems, and occasional mechanical 
defects, hampers drivers. In view of the very large number of 
trains run daily in the Western Region, the number of locomo- 
tive failures is relatively infrequent, as is that of defects to 
coaching stock which may necessitate detaching a vehicle or 
slow running to a station where a fault can be rectified. The 
effect may spread far beyond the train immediately concerned 
to a large number of railway users. 

Passengers are being informed that all delays to passenger 
trains are currently investigated and energetically dealt with. 
On the credit side, travel in the Western Region has been made 
more enjoyable by the introduction of diesel multiple-unit 
trains and railcars. Before long diesel Pullman trains will be 
in service between Paddington and the Midlands and elsewhere. 
In the meantime there is a difficult period ahead until a great 
deal of civil engineering work has been completed, new diesel 
motive power introduced, and improvements effected to 
signalling and in other spheres. Every effort is being made 
by the railway management. The public should understand 
the difficulties, and it is right that the Western Region should 
inform it. 


Queensland Railways in 1958-59 


THE report on the Queensland Railways operations for the 
year ended June 30, 1959, a copy of which we have received 
from Mr. G. V. Moriarty, Commissioner for Railways, shows 
that the gross earnings of £35,336,019 were £1,522,142 greater 
than the earnings in 1957-58. The increase was due to the 
improved seasonal conditions which prevailed for the greater 
part of the year, and to an increase in Mount Isa Mines’ 
traffic. Earnings from goods traffic increased by £1,172,760 
and from livestock traffic by £345,705. Working expenses 
rose from £36,010,789 to £36,593,938 and exceeded the gross 
earnings by £1,257,919. This was an improvement of 
£938,993 over the year 1957-58 when the working expenses 
exceeded earnings by £2,196,912. The total deficit after 
adding interest charges of £3,667,814 amounted to £4,925,733. 
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The following are some of the principal operating results :— 


1957-58 1958-59 
(Thousands) 
(a) 3-ft. 6-in. gauge lines— 
Passenger journeys 
P train-miles ... 
Goods tonnage carried aa 
& mixed train-miles ... ,873 12, 

(£A thousands) 

Passenger parcels, etc., receipts on ont 2,517 2,630 
Goods traffic ae ae sak 27,974 29,493 
Total earnings 33,814 35,336 
Working expenses gas one 36,011 36,594 
(b) 4-ft. 84in. gauge lines— (Thousands) 
Passenger journeys aed 7 194 178 
Goods tonnage carried... 349 398 

(£A thousands) 

Total earnings as a ae a 822 833 
Working expenses ran ae ea ion 884 823 

The department has continued to improve its country 
services to meet the challenge of alternative means of transport. 
Air-conditioned luxury trains have been provided on the 
four main trunk lines from Brisbane to Cairns, Brisbane to 
Cunnamulla, Rockhampton to Winton, and Townsville to 
Mount Isa. The standard of comfort on these trains is stated 
to be equal to the best offering in many countries throughout 
the World, but the bald fact is that rail travel over the long 
distances prevailing in Queensland is at a serious disadvantage 
when competing with the speed of air travel. Country rail 
services have been and will continue to be improved by the 
building of diesel railcars, but the increasing number of private 
motorcars has caused a greater diversion from the local rail 
services. 

In contrast to the disastrous drought which prevailed in 
wide areas of the State during 1957-58, the financial year 
ended June 30, 1959, saw a return to more favourable season- 
able conditions and the effect of this is clearly seen in the 
tonnages of agricultural produce carried during 1958-59. 
The tonnage of wheat &onveyed rose by 105,386 from 172,566 
tons in 1957-58 to 277,952 tons in 1958-59 and yielded an 
increase in revenue of £358,677. The tonnage of maize and 
other grains increased by 210,406 for an increased revenue of 
£651,839. In 1957-58 the earnings from maize and other 
grains were £324,595 from the carriage of 90,798 tons. The 
tonnage carried in 1958-59 rose to 301,204 for a revenue of 
£976,434. The tonnage of grains other than wheat and maize 
carried during 1958-59 totalled 270,135, a record for any one 
year. 

The total traffic train miles run during the financial year 
was 19,262,708, compared with 18,784,202 during 1957-58. 
This represents an increase of 478,506 miles and is accounted 
for by the heavier goods and livestock traffic handled. There 
was also an increase in the gross ton miles, which totalled 
5,347,641,043 compared with 5,043,652,430 during 1957-58. 

A total of 754 steam locomotives and 58 diesel-electric 
locomotives were on the books at June 30, 1959. Of the total 
of 19,262,708 traffic train miles run during 1958-59, 5,647,493 
or 29 per cent were run by diesel-electric locomotives, and 
11,381,218, or 59 per cent, by steam locomotives. The 
balance of 2,233,997 train miles, or 12 per cent, were run by 
rail motors and diesel mechanical locomotives. The propor- 
tionately greater volume of work performed by the diesel- 
electric locomotives is even more strikingly contrasted when 
the gross ton miles run by these units are compared with the 
gross ton miles run by the steam locomotives. Of the total 
of 5,347 million gross ton miles in 1958-59, 2,352 million or 
44 per cent were recorded by diesel-electric locomotives and 
2,936 million or 55 per cent by steam locomotives. Rail 
motors ran the balance of one per cent. 

The use of diesel-electric locomotives has been responsible 
for the steady increase which has taken place in average gross 
loads of freight trains. The average freight train load rose 
to 339 tons compared with 329 tons in 1957-58. This improve- 
ment in operating efficiency has been accompanied by an 
increase in the average tonnage per loaded wagon which 
increased from 7-79 tons in 1957-58 to 8-24 tons in 1958-59. 

Work was resumed during the financial year on the con- 
struction in the Ipswich Workshops of the air-conditioned 
cars on which work had previously been suspended and two 
first class sleeping cars were completed and placed in traffic 
during the year. Since then a second class coach has been 
compieted and was placed in service on July 31, 1959. The 
only other carriage stock placed in service during the year 
comprised five goods brake vans which were built in the 
{pswich Workshops. During the year an order was placed 
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with the Commonwealth Engineering Co. Ltd. for the con- 
struction of 91 stainless-steel suburban carriages at a cost of 
£2,000,000. The purchase of these suburban cars which will 
comprise 65 trailer cars and 26 brake vans is urgently necessary 
to replace a number of cars which are well past their economic 
life. During the year 13 obsolete locomotives and 15 carriages 
were written off the books. 

Several major civil engineering schemes were completed 
during the year. These included the new wagon repair shop 
at Willowburn, the high-level steel and concrete bridge over 
the Haughton River at Giru, and a deviation 4 miles 67 ch. in 
length between Kairi and Yungaburra. 








A Critical Year for Railway Freight Services 
(By a correspondent) 


LASst year industrial production in Britain was about 

6 per cent greater than in 1958, and in the last quarter 
of the year the official index advanced by 10 points. Over the 
year coal output, which means so much to our railways, was 
9,720,900 tons less, a drop of 4.5 per cent. The freight train 
traffic handled by our railways in four weeks to December 27 
showed the effect of these changes. Compared with 1958, 
merchandise tonnage rose by 432,000 tons, or 16 per cent, to 
3,150,000, though receipts were only £884,000, or 12 per cent 
higher, in spite of an increase of nearly 3 miles in the average 
haul to 135 miles. Mineral forwardings were up 792,000 tons, 
or 21 per cent, to 4,436,000 tons and accounted for £500,000 
additional revenue (15 per cent). Coal and coke tonnage was 
down 109,000 tons, or nearly 1 per cent, to 11,634,000, with 
a loss in revenue of £524,000, or 5.6 percent. Aggregate volume 
was 1,114,000 tons, 6 per cent larger, but revenue was just 
£860,000, or 4 per cent above 1958. 

All Regions originated more traffic, the percentage increase 
varying from 2 on the London Midland to 14 on the Eastern, 
which was singular in carrying 192,000 more tons of coal. 
Every Region also shared in working 94 million more ton miles 
to make a total movement of 1,428 million, 301 million, or 
17 per cent, less than the ton-mileage in December, 1953, the 
peak year, when 22,420,000 tons were put on rail in period 13 
and brought the aggregate for the year to 289 million tons. 
Last year’s aggregate may be put at 234 million tons, 9 million, 
or 3 per cent, below the poor year 1958. Total ton miles at 
about 17,653 million were also nearly 4 per cent less than in 
1958 and 22 per cent behind 1953. Our railways, it is to be 
hoped, reached their nadir as freight carriers. 


OPERATING STATISTICS 


Number 13, Transport Statistics, gives results for 52 weeks 
to December 27, which may not vary much from the figures 
for the year 1959. Steam freight train miles were reduced by 
6,634,000, or 5 per cent, to 116,509,000. With a light train load 
of 146 tons, steam freight trains moved at 9.5 miles an hour; 
in Scotland a speed of 11 miles an hour was recorded with a 
train load of 101 tons. Diesel freight train mileage totalled 
2,832,000; the Eastern Region worked over half of these miles 
at a speed of 10 miles an hour, but progress in the other heavy 
Regions with diesel traction was slow. 

The average hourly output of freight train operation for the 
whole system was 1,135 ton miles, against 1,127 in 1958 and 
1,172 in 1957. Traffic volume influences this statistic a great 
deal. The Eastern Region had the largest output because its 
wagon load was nearly 10 tons and its train load 166 tons. It 
produced 1,279 ton miles in a train hour, 15 more than in 
1958, but 118 less than in 1957. The London Midland output 
was low at 1,176 ton miles per train hour largely because it 
loaded only 3.6 tons of merchandise on an average into 
3,079,000 wagons. The Western, Eastern and North Eastern 
Regions had an average load of 4 tons and if the London 
Midland made equally good use of wagons, its freight train 
services would be simplified and the movement of traffic 
improved. 

ROLLING STOCK 


It is doubtful whether our railways began the new year with 
an adequate stock of locomotives and wagons to meet the 
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demands for rail transport which are likely to arise. At 
December 27 the operating stock of steam locomotives was 
13,680, but 2,437, or 17.8 per cent, were under repair. Of 353 
diesel mechanical hydraulic locomotives 42, or 11.8 per cent, 
were unserviceable. The percentage of diesel electric locomo- 
tives out of action was 12.3; of a stock of 1,419 the number 
under repair was 175. These are extraordinary figures, seeing 
that 570 of the total diesel fleet of 1,772 were put into traffic 
last year. Of 85 electric locomotives 8 were cripples. Alto- 
gether 2,662 machines of all types, or 17 per cent of a total 
stock of 15,537, were laid aside. That left 12,875 available for 
work, 922 fewer than a year earlier. This reduction in motive 
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power explains some of the slow motion in the Midlands, about 
which traders have been protesting recently. 

Another source of complaint has been the irregular supply of 
wagons. At the end of last year 57,540, or 6 per cent of the 
total stock of 958,755, were unfit for use. The balance of 
901,215 wagons available for traffic was 67,500 less than the 
number available at the end of 1958. This gap of nearly 
7 per cent in serviceable wagons will have to be filled quickly, 
if the railways are to secure an adequate share of any expansion 
in the volume of transport required by industrial development 
in the near future. The year 1960 is going to be a critical one 
for the development of our railways as freight carriers. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Introduction of Diesel Traction 


February 4 

Str,—May I be allowed briefly to reply to two letters pub- 
lished in your issue of January 29, both of which refer to my 
letter to you published on January 15 ? 

First, Mr. Irvine-Brown does me less than justice: my 
reference to gross receipts must be read in conjunction with 
Mr. Hick’s article to which it referred. Such information is 
“* misleading ”’ only if read out of context. 

On the Great Eastern, we are now working some 203,500 
diesel train-miles weekly with very considerable benefits in 
net revenue. For instance, improvement in receipts on railcar 
services has varied from 20 to 200 per cent, whilst costs per 
train-mile have been reduced to the tune of some 60 per cent 
on average. 

Our main-line diesel fleet-—we now have 180 locomotives— 
is also producing considerable operational saving. It is 
abundantly clear that the future of economic railway movement 
lies with electric and diesel traction. I should be happy to 
elaborate on these points if Mr. Irvine-Brown can spare the 
time to call on me when in London: meanwhile, I accept 
completely his view as to the balancing of railway accounts, 
but I assure him that the elimination of steam traction is 
a very necessary step in that direction. 

To Mr. Hick, my congratulations on a substantial step 
forward in diesel traction in the North East. I am a little 
surprised that he should construe my humble statement “ for 
the record * asachallenge. The Eastern Region at November, 
1959—I will refrain from quoting G.E. Line figures—worked 
more diesel train-miles weekly than any other, 326,500 or 
30 per cent of the total regional train-mileage. I estimate the 
N.E. figure at some 180,000, or 25 per cent. . 

No challenge is yet discernible: certainly none was meant. 
No doubt we both have further diesel developments ahead. 

Yours faithfully, 


W. G. THORPE 
1% ' : Line Traffic Manager (Great Eastern) 
British Railways, Eastern Region, 
Bishopsgate, E.C.2 


St. Pancras Diesel Services 


February 4 

Sir,—In your issue of January 29, on pages 121 and 143, 
you give space to the teething troubles experienced with the 
newly-introduced London-Bedford diesel trains of British 
Railways, London Midland Region, and to the adverse effect 
which these difficulties naturally have on the national press 
and the travelling public. 

It is disappointing, however, that your sympathies seem to 
lie with the management and not with the public. Apparently 
you agree with Mr. David Blee, General Manager of the 
Region, that his recent explanation of the difficulties renders 
all further criticism unfair and unnecessary. 

If the London Midland Region is not to blame for the 
disrupted services, where does the responsibility lie ? Cer- 
tainly not with the public. Yet that is rather what is implied 
by Mr. Blee’s statements to the Press and the users. You 
repeat his statement that the mechanical troubles were of a 
kind which could not have been foreseen and, on page 143, 
his observation that the new vehicles were all put into service 


for trial periods during which time none of these difficulties 
was experienced. Is it unfair to say that the only satisfactory 
trial of new equipment must be under the most arduous 
conditions which are envisaged and over an extended period ? 
Obviously, the “‘ trials ’’ were not of this nature; otherwise the 
difficulties would have been discovered then. As a regular 
traveller on this line and also an engineer, I have observed 
many disappointing features both in operating and in public 
relations, in most cases suggesting near-panic. 

In view of this, some criticism by an “impatient travelling 
public ’”’ was only to be expected. The only surprise is that it 
has been so restrained, 

Yours faithfully, 
CENTURION 
St. Albans 


Preserving G.W.R. Diesel Railcars 


January 13 

Sir,—In your issue of October 31, 1958, you published a 
letter from the Public Relations & Publicity Officer of British 
Railways, Western Region, which indicated that an ex-Great 
Western Railway A.E.C. railcar, No. 4, had been retained at 
Swindon with a view to possible preservation. 

This historic vehicle, one of the early railcars with full air- 
flow body styling, entered express service in 1934 on the 
Birmingham-South Wales route and was, as indicated by Mr. 
C. J. Rider, not withdrawn until 24 years later. Some 
15 months have passed since Mr. Rider’s letter was published, 
and it would be of interest to know what progress has been 
made, particularly so in view of the establishment of a British 
Transport Commission museum at Clapham for historic 
vehicles. 

Yours faithfully, 
WILLIAM F. BOLTON 
Kumasi, Middle Road, Higher Denham, Bucks. 


Cold Trains 
January 26 


Sir,—The editorial note in your January 22 issue prompts 
the question why inside door handles are not fitted to all 
British Railways passenger stock. Why must the passenger 
in a main-line train in Britain be compelled to open 
a window before he can alight ? On Continental railways 
carriage doors can be opened from the inside, and safety or 
operating convenience does not seem to suffer noticeably as. 
a result. 

As long as the present system is retained on British Rail- 
ways open windows will continue to be a cause of cold trains. 
They are not, however, the only cause, if recent experience in 
the South of England is any guide. On a good many journeys 
the heating was quite inadequate even with all windows closed. 
On one journey I was told, on mentioning the matter to a 
travelling ticket collector, that the lack of heat was due probably 
to the fact that extra coaches had been added to the frain ; and, 
on another occasion, that there must be a defect, as other 
coaches were warmer, but that the collector would report the 
matter. 

Yours faithfully, 
E. D. BRANT 
Collonge, Bellerive, Geneva 
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Grouse Season 


“Logical grumbling” is one of the 
35 classes at the British Railways Staff 
Association annual festival of music and 
speech at Blackpool on February 19 and 
20. Only two entries have been reported. 


Attempted Breakaway 


Two prisoners tried to escape from a 
train taking them and 31 others to Dart- 
moor. A Home Office spokesman said 
that they loosened their handcuffs as 
the train was leaving Salisbury, broke a 
window, and pulled the communication 
cord. As the train slowed they attempted 
to escape .... They were restrained 
by escorting officers and the train con- 
tinued without further incident. . 

A strong force of police and warders 
from Dartmoor met the train at 
Tavistock. . .. The Home Office said it was 
satisfied the men loosened the handcuffs 
themselves and freed their hands. It 
declined to explain how this was done 
because other people could copy the 
method.—From ‘‘ The Daily Telegraph.” 


Push-and-Pull Service ? 


Referring to the item in our January 8 
issue, about the man who, to enter a 
crowded train, pulled another passenger 
out, a correspondent records her recent 
experience on the Waterloo & City 
section of British Railways, Southern 
Region, during the evening peak hour. 
“I was perched (but only just)” she 
writes, “‘in the open doorway of a 
packed train, when along the platform 
came an outsize man, carrying in the 
perpendicular, a pole very much taller 
than himself. He stopped, looked me 
up and down, and then in commanding 
tones, said :‘ Do you mind getting out 
so that I can get in?’ I was almost 
dumb with astonishment, but managed 
to blurt out ‘ Yes, I do, because then 
I would not be able to get in.” He 
almost exploded with anger, while I 
thought of the incident on the Piccadilly 
Line. Mercifully, the door then closed, 
leaving behind a fury.” 


Luxury for Peking Passengers 

The new station at Peking is like an 
enormous temple which a Ming Dynasty 
Buddhist might have dreamed up in an 
evening of more than usual piety... . 
You enter a vast concourse under a 
prestressed concrete roof some 100 ft. 
overhead. Facing, are four escalators. 
. . . We have all seen the bewilderment 
of strangers to the London Tubes, but 
it is nothing to that of grannies with 
tiny bound feet when confronted with 
those Chinese-made escalators. They 
could, if they wanted, go up in the lift, 
but even the elderly seem to have caught 
the spirit of adventure which imbues 
China today. . . . Venerable old men 
with beards of separate silver hairs, 
lumpy army boys, and giggling girls 
were going up to the corner labelled 
“Inquiries.” Nothing is to be seen 
there except a couple of panels on the 
wall that might conceal loud-speakers. 
You just stand there and ask your 
question and back comes the answer. . . . 
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THE SCRAP HEAP 


The special waiting rooms for families 
with small children are full of toys and 
small beds, and play-pens. There is even 
an annexe with really small cots where 
the babies can sleep under gaily coloured 
quilts. No charge for those services.— 
Nigel Cameron in the “* Daily Mail.” 


Lost Without Trace 


An international search is to be made 
for a rusty, 8-in. steel spike. It is 
believed that it may be somewhere in 
Britain. The spike was the last one 
hammered into the _ trans-continental 
Canadian Pacific Railway line linking 
the Atlantic coast with the Pacific in 
1885. Mr. Omar Lavellee, director of 
the Canadian Railroad Historical Asso- 
ciation in Montreal, has stated that the 
spike is a symbol of Canadian nation- 
hood and should be found and put into 
a museum. Sir Edward Beatty, C.P.R. 
president from 1918 to 1942, was given 
the spike by a railway roadmaster who 
took it out to foil souvenir hunters a 
few minutes after it was hammered in 
by Lord Strathcona. 

Trace of the spike was lost after the 
death of Sir Edward Beatty in 1943. 
Mr. Lavellee states that there are dozens 
of imitation spikes about, but he thinks 
the real one may be somewhere in Britain. 
It was mostly British capital behind the 
C.P.R. when the line was built, and Sir 
Edward Beatty may have given it to a 
shareholder as a memento. 


Dangers to Trespassers 


We are indebted to Mr. E. Bryan, 
formerly of T. I. (Group Services) 
Limited, for an illustration below, of the 
vitreous enamel warning sign on the 
Pekin—Mukden Railway. A quantity of 
these signs was supplied in 1928. At 
that time peasants were in the habit of 
using the railway track as a highway, 
because roads and paths were in very bad 
repair. There are 13 colours in the sign, 


Photo Enamelled Iron & Stee!) 


which measures some 30 in. by 21 in., and 
was produced by the Enamelled Iron & 
Steel Products Co. Ltd., of the Tube 
Investments Organisation. 


Jets and Railway Noises 


To know that the noise of jet air- 
craft—at London Airport and elsewhere 
—has increased, is increasing, and will 
continue to increase, is disturbing, but 
not maddening. Similar difficulties arose 
more than a century ago when the rail- 
ways began to disturb innumerable 
built-up areas. Hundreds of thousands 
now live within earshot of main railway 
lines. Sir Brian Robertson receives com- 
plaints and deputations about many of 
the railways’ shortcomings, but not on 
what Sir Frederick Burrows has called 
“shunting and hooting.’”—*“* Peterbor- 
ough” in “‘ The Daily Telegraph.” 


Good Fare on the I.C.RR. 


Showpiece of the Illinois Central has 
long been its all-Pullman crack flier on 
the Chicago-New Orleans overnight run, 
the *“ Panama Limited ” . still a 
repository of some of the best dining car 
fare to be found anywhere. ... One 
night while it was snowing up to 12 in. 
in the Rockies and a hurricane was mak- 
ing life difficult along the Carolina 
coast . . . we rode tranquilly southward 
eating some of the best pompano imagin- 
able and drinking good Cockburn’s Club 
port with runny Liederkrantz cheese 
on the ** Panama Limited.” . ... The Illin- 
ois Central menu is a liberal one, with 
seven entrées including, over and above 
the inevitable steak and rib of beef, deep 
sea scallops, broiled Gulf pompano, 
stewed chicken with Southern style 
dumplings, roast leg of spring lamb, and 
ham and eggs country style. There 
was also Gulf shrimp cocktail, Louisiana 
oyster cocktail, creme Vichyssoise and 
oyster stew.—From the “ Illinois Central 
Magazine.” 


[Products Co. Ltd., T. 1. Organisation 


Vitreous enamel coloured warning sign on Peking-Mukden Railway 
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NEW ZEALAND 
Cook Strait Ferry 


Burness Corlett & Partners Ltd., con- 
sultant naval architects of Basingstoke, 
has accepted the work of developing the 
preliminary plans and specifications for 
the Cook Strait rail-road ferry to a 
stage where early world-wide tenders 
can be called. The basic plans and 
specifications were sent from New Zea- 
land by air in December, and it is 
expected that the plans and documents 
required to invite tenders of shipbuilders 
will be ready by the end of this month. 


New Design of Railcar 


Railcars are now being designed 
which, subject to approval, will replace 
the present Auckland-Wellington railway 
passenger service. The railcars are being 
designed especially for the Auckland- 
Wellington service and, if approved, 
will become part of a scheme to modern- 
ise the whole railway passenger system. 
The object of the scheme is to make the 
railways more attractive, particularly 
to private motorcar owners. It is not 
certain that, if initiated, they will carry 
mail as the present service does. 


SOUTH AFRICA 
Mechanised Handling of Perishables 


The manual and unnecessary handling 
of perishable products has been the sub- 
ject of careful study by the Railway 
Administration and an elaborate cam- 
paign of mechanisation has been carried 
out to prevent damage by unnecessary 
handling and to speed up transit. Mech- 
anical appliances can be provided only 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


where the volume of traffic warrants the 
expenditure but equipment has already 
been provided at a large number of 
stations. 

A new transhipping shed for the 
handling of perishables has been built 
at Pietersburg while a similar shed will be 
erected at Nelspruit. Improved shelter 
facilities or new shelters have already 
been provided at 31 stations while it is 
intended to equip more stations in the 
near future. 

The transport of perishables has also 
been receiving concentrated attention. 
One of the important questions to be 
decided is whether packing in ice, or in 
mechanically refrigerated and ventilated 
vehicles affords the greater protection to 
the product to be transported. Tests to 
determine the suitability of vehicles have 
also been carried out. The results so 
far obtained have been encouraging, 
but more data are necessary before a final 
decision is made. In various ways the 
producer and the consumer are already 
reaping the benefit of the improvements 
made by the railways. 


CANADA 
Tests with Heated Wagons 


Ten heated covered wagons which can 
maintain a constant temperature for as 
long as 40 days without re-fuelling, are 
undergoing tests in Moncton, New 
Brunswick, before entering service in the 
Atlantic Region of the Canadian National 
Railways. The wagons will fulfil a dual 
role by carrying perishable traffic requir- 
ing protection from frost in winter, and 
general merchandise during the summer 
months. Heated by _ thermostatically- 








Trial Running of A.C. Traction in India 





First trial run of 2,800-h.p. Bo-Bo 25-kV. 50-cycle a.c. locomotive on the 
Kendposi-Dangoaposi line on December 15, 1959 (see article on page 193) 
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controlled, underslung Methanol heaters, 
they are the first of their type to be intro- 
duced on the C.N.R. 

In addition to having a greater capacity 
than conventional refrigerator wagons, 
573 tons compared with 224 tons, the 
new heated wagons are considerably 
cheaper to manufacture. The heater and 
fuel tank with a capacity of 100 gal. 
are slung beneath the floor of the wagon. 
The heat enters the wagon through 
ducts encircling the walls, ensuring 
uniform temperature and eliminating 
cold spots. In addition, the floor walls 
and ceiling are all insulated to retain the 
heat. 

Tests of similar carriers in temperatures 
ranging to as low as 40 deg. below zero, 
have proved successful and it is expected 
these wagons will function as well under 
similar conditions. The wagons were 
built by the Eastern Car Company of 
Trenton, Nova Scotia, and were jointly 
designed by officials of the mechanical, 
research & development, and car service 
departments of Montreal. 


UNITED STATES 
Landslide Wrecks G.N.R. Train 


Two separate landslides occurred at 
the same place on the Great Northern 
Railway main line between Seattle and 
Everett, in January, with a 20-min. 
interval between them. The first move- 
ment derailed the four-unit diesel loco- 
motive and the mail van following it in an 
express train. The second slide pushed 
them into Puget Sound and derailed the 
six following passenger coaches. The 
interval enabled the passengers to dis- 
embark and get clear, and there were 
only 10 slight injuries involved. The 
estimated volume of earth and rock in 
the slide was some 10,000 cu. yd., and 
650 ft. of the track was daimaged, though 
repaired and ready for traffic again 
within 24 hr. It is considered that the 
cause of the hill-slide was hydrostatic 
pressure accumulated in and behind a 
previously undetected clay pocket high 
up the tree-clad mountain side above the 
line. 


URUGUAY 


Connecting Bridge with Argentina 


A joint Uruguayan—Argentina commis- 
sion has been appointed to advise upon 
and supervise the planning and construc- 
tion of a bridge across the Uruguay 
River to connect the two countries by 
rail, road, electric power lines, and an 
oil pipe line. 


IRELAND 
C.LE. Selling Campaign 


Mr. Frank Lemass, General Manager, 
Coras Iompair Eireann, stated at a 


recent conference in Dublin that the 
company was embarking on a vigorous 
new selling campaign covering an exten- 
sion of existing tourist facilities and the 
introduction of a number of innovations 
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aimed at drawing more foreign and home 
business to its rail, road, and hotel 
services. 

The main features of the campaign 
are as follow :— 

A £28,000 reconstruction of the Upper 
O’Connell Street offices, which will be 
converted into an ultra-modern glass- 
fronted passenger sales bureau. 

Reopening of the former G.N.R. 
offices at 2, Lower O’Connell Street, as 
an advance booking office for day tours. 

Reduced rentals for an _ increased 
number of holiday camping coaches to 
be sited this year at Killarney, Galway, 
Dungarvan, and Tramore. 

More stewardesses on main-line trains. 

Introduction of £6 all-in rail tickets 
allowing travel anywhere within a 15-day 
period. 

Package holidays from England and 
the Continent with air transport to and 
from Dublin, arranged in conjunction 
with Aer Lingus. 

Large-scale developments at C.I.E. 
hotels and extended bus tour programmes. 

Mr. Lemass said that work on the 
reconstruction of the O’Connell Street 
office would start soon, but it was not 
expected to be finished in time for the 
coming season. 


WESTERN GERMANY 
Re-building of Bridges 
Of the 3,320 railway bridges which in 
1945 had been destroyed or damaged by 
the war, including those in the Saar 
area, so far about 3,120, or 94 per cent, 
have been re-built, 440 of them on a 
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temporary basis. Despite this, there 
still exist on bridges situated on running 
lines, 300 speed restrictions for a total 
distance of some 30 miles. The third and 
fourth tracks on the MHohenzollern 
Bridge at Cologne were re-opened to 
traffic in February, 1959. Of the 43 
tracks across the Rhine in service in 
August, 1939, 26 will be in use again 
very shortly. 


New Diesel Motive Power 


The Federal Railway last year placed 
in service 229 diesel locomotives : in- 
cluding 31 ‘“ V200” class and 126 
““V60” shunting locomotives. Twenty 
*““V100” locomotives are on order and 
10 ‘“V160’ main-line locomotives, 
also four three-car multiple-unit sets for 
short-distance traffic and 131 railbuses. 


** Piggyback ”’ Service with France 


The two French semi-trailer road 
vehicles which arrived by rail at Cologne- 
Gereon, from Voiron, France, last 
October, and were taken by road to 
destination, inaugurated a Franco-Ger- 
man “ piggyback” service. For the 
time being the German Federal Railway 
is using its own semi-trailers, but hopes 
to be able to collaborate with road haul- 
age undertakings, 


HUNGARY 
Repair Shop at Dunakeszi 


A new railway repair shop, built at a 
cost of 36,000,000 forints (some 
£1,000,000) has been opened at Duna- 
keszi near Budapest. Work can be 
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simultaneously carried out on 16 wagons, 
on four tracks. Dressing rooms and 
baths are provided for the 450 workers. 
A total of 84,000,000 forints was spent 
on developing railway repair shops in 
Hungary last year. 


IRAN 
Pahlavi Bridge Completed 


The Pahlavi Bridge, which spans the 
River Karun at Khorramshahr, was 
completed last month by the Cementation 
Group of Companies. The bridge, which 
has five river spans with a total length of 
827 ft., was begun in September, 1958, 
and completed eight months ahead of 
schedule. It will be officially opened on 
March 1. 


TURKEY 
Bridge Over the Bosphorus 


The Turkish Government is to pro- 
ceed with the construction of a suspen- 
sion bridge across the Bosphorus straits. 
It will be about 1,470 yd. long, the 
section over water being 1,148 yd. long. 
The bridge would be about 165 ft. high, 
sufficient to allow the passage of any 
ship likely to traverse the straits. It will 
run from Ortakoy on the European 
side to Beylerbey on the Anatolian side. 
Tenders are to be invited for an American 
design ; the cost is expected to be about 
£18,000,000, and will be recouped by 
tolls. Other schemes canvassed have 
been for a railway bridge and an under- 
ground city railway tunnel. 








Publications Received 


Hotels and Restaurants in the British 
Isles 1960 Edition. London: The 
British Travel & Holidays Association, 
64-65, St. James’s Street, S.W.1. 8} in. 
< 64 in. 350 pp. Illustrated. Price 6s.— 
The guide contains information about 
more than 4,000 hotels in Great Britain 
and Northern Ireland. Among useful 
features are the description, in gazetteer 
form, on pages facing the hotel listings, 
of all the places in which selected hotels 
are located; lists of restaurants; sectional 
maps of the United Kingdom; and maps 
of the British Railways system and the 
London Transport Underground. 


The Lead Storage Battery. 4th edition. 
3y H. G. Brown. Altrincham, Cheshire: 
John Sherratt & Son, The Saint Ann’s 
Press, Park Road. 8} in. x 5} in. 
66 pp. Illustrated. Price 24s.—Train 
ighting, diesel engine starting, and tele- 
yhone repeater-station work are among 
he many applications for lead storage 
vatteries of importance to railway engin- 
ering which are covered by the latest 
dition of this comprehensive work. 
3attery-electric traction for maintenance 
nd emergency service on the London 
‘ransport Underground, for ordnance 
lepots, atid in narrow gauge tunnelling 
vorks and so on is also described and 
ully illustrated. Basic principles leading 
ip to the ionic theory are given to provide 


a thorough understanding of the chemical 
processes involved during charging and 
discharging. There are formulae and 
instructions on the choice of battery to 
provide the electrical characteristics re- 
quired including voltage, capacity, and 


efficiency. Two main principles of con- 
struction are explained—the Planté, which 
is considered suitable for most stationary 
applications, and the Faure for more 
compact portable lead batteries which are 
also subjected to vibration. Construc- 
tional details are given of plates, separ- 
ators, and intercell connections, from 
examples of both types, and with manu- 
facturers’ special variations. Circuit 
diagrams assist in the selection of charg- 
ing methods most suited to individual 
applications, and there are notes on 
instrumentation. Recommendations con- 
cerning charging-room plant and layout 
cover such details as first-aid for the 
treatment of acid burns. The many 
illustrations are clearly reproduced. 


Skefko : The First 50 Years.—A special 
edition of Inner Ring, the house magazine 
of the Skefko Ball Bearing Co. Ltd., has 
been published to commemorate the 
golden jubilee of the company and to 
record some of the highlights during 50 
years of progress in the manufacture and 
supply of ball and roller bearings. It 
traces many aspects of engineering de- 
velopment as plain bearings were gradu- 
ally replaced in heavy fixed plant and in 


certain aspects of vehicle design for the 
transport industry. A page is devoted to 
company business and social activities 
during each year from 1910 to 1959, 
and sketches symbolise parallel historic 
occasions and notable activities in other 
fields. Aerial views of factory sites at 
Luton and Sundon are marked to show 
their progressive development. Examples 
of all Skefko products are illustrated, 
including cut-away views of ball, cylin- 
drical-roller, taper-roller, and spherical- 
roller bearings, and four main types of 
railway roller-bearing axlebox. Copies 
may be obtained from the Skefko Ball 
Bearing Co. Ltd., Luton, Bedfordshire. 


Vulcan-Sinclair Fluidrive-—This 17-page 
brochure is a historical and _ technical 
survey of traction and other types of 
fluid couplings manufactured by the 
Fluidrive Engineering Co. Ltd. and 
Vulcan-Sinclair licensees. It includes a 
description of the runner and impeller 
functions in relation to the principle 
of operation. In support of this there 
is a concise statement of the fundamental 
laws of performance. A_ large cut- 
away view and coloured sectional draw- 
ings explain the two main assembly 
arrangements used, also the scoop- 
control coupling for infinitely-variable 
speed regulation and the Fluidrive Pulley. 
Copies may be obtained from the Flui- 
drive Engineering Co. Ltd., Worton 
Road, Isleworth, Middlesex. 
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High-Speed Junctions and Crossovers in the Southern Region 


Further installations completed and planned enable 
permissible speed to be increased by at least 20 m.p.h. 


HE design, manufacture, and installa- 
tion of the prototype ““G” switches in 

the up Southampton line at Worting 
Junction, British Railways, Southern 
Region, were briefly described in our 
issue of September 20, 1957. Since 
then, some cast higher manganese steel 
crossings of 1-in-24 and 1-in-28 angle 
have been installed with *‘ G ” switches. 
These crossings, which were designed 
by Mr. A. H. Cantrell, Chief Civil 
Engineer of the Southern Region, in 
consultation with the manufacturers 
on matters of detail, are of the light- 
weight (rail depth) type with a view to 
attaining greater resilience under traffic 
than is normally the case with the full- 
depth type laid directly on the timbers. 


Method of Securing 


The crossing is secured to cast-iron 
baseplates by Mills “C” clips, with 
rubber-bonded cork pads supplied by 
James Walker and Co. Ltd., between the 
crossing and the baseplates. While 
normal fishplating is possible at the wing 
fronts of the crossing, special long fish- 
bolts with double-tapered washers are 
required at the heel. This joint is made 
with ordinary fishplates outside the rails 
and a cast-iron distance block between 
them. The width of the casting at the 
heel is sufficient to ensure that only foot 
planing of the heel extension rails is 
necessary. 

The 1-in-24 crossings were made by 
Edgar Allen & Co. Ltd., and the 1-in-28 
crossings by Hadfields Limited. The 
““G” switches and all baseplates were 
manufactured at the Southern Region 
works at Redbridge. 

At the new Gatwick Airport Station 
two G/24 turnouts laid in February, 
1958, form the connections to the new 
up loop; the permanent speed restriction 
is 60 m.p.h. Two more G/24 turnouts 
laid in June, 1958, form part of the new 
junction at Shortlands at which the two 
tracks from Beckenham Junction diverge 
into four. 


Good Riding at Speed 

The first 1-in-28 crossings with “G” 
switches were installed in November, 
1958, in the facing crossover from the 
down through to the down Southampton 
line at Worting Junction. The two main 
lines are straight with a 6-ft. 54-in. inter- 
val. Speed trials carried out in conjunc- 
tion with the Vehicle & Track Division 
of the Research Department of the 
British Transport Commission, showed 
that riding was comfortable at 70 m.p.h.; 
and that even at 77 m.p.h. the lateral 
thrusts experienced, though noticeable, 
were not unduly severe, demonstrating 
the value of the transition curves which 
were introduced between the turnout 
curves and the straight between the 
crossings. 

In March, 1959, two more G/28 
turnouts were laid forming fast running 
connections to new passing loops at 


Rainham. These are sited on the reverse 
curved main line in such a way that the 
diverging tracks are virtually straight. 

Future planning envisages the pro- 
vision of two G/28 transitioned turnouts 
near Ashford “B” Junction and a 
further two at Cheriton Junction, in 
both cases to provide high-speed passing 
loops. 


Resultant Increase in Speed 


In general terms, the use of high-speed 
turnouts and crossovers at selected 
sites has enabled the permissible speed 
to be increased by at least 20 m.p.h. 

The value of the exceptional length, 
nearly 41 ft., of curved planing, designed 
as a practical alternative to the ideal 
transition to the switch curve from the 
tips, and the very fine entry angle (1 in 
320) has been conclusively demonstrated 


Ps 
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by the very moderate wear and better 
riding so far experienced on the “G” 
switches, even on busy lines under the 
impact of intensive multiple-unit electric 
traffic. 








EXTENSION OF SEASON TICKETS.— Passengers 
on the London Transport railways who 
were unable to use their season tickets on 
February 1, the day of the railway strike, 
will be able to use their next ticket on an 
additional day, provided that they sign an 
application form obtainable at the booking 
offices. 


WATERLOO CHRISTMAS TREE APPEAL.—AS 2 
result of the 1959 Christmas Tree Appeal 
at Waterloo Station, £1,010 7s. 7d. was col- 
lected for the Greater London Fund for the 
Blind: Carol singing, on December 23 
and 24, raised £166 2s. 2d. for the National 
Children’s Home. 


= 


High-speed turnout with 1-in-28 cast crossing and “ G” switches in down 
through line, forming part of crossover at Worting Junction 
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Central Passenger Station at Peking 


Extensive amenities for up to 200,000 passengers a day 
in new Structure dealing with all long-distance trains 


Aerial view, showing main platform and five islands. Tracks on left have since 
been extended to sidings 


CHINESE railways have a_ shorter 
history than those of any other 
great country. Only in the 1890’s did 
the Chinese Imperial Government give 
its consent to the construction of trunk 
railways, because of its well-founded fear 
that this would cause unemployment 
in the existing transport services. Once 
consent had been given, progress was 
rapid. Early in this century Peking was 
served by three railways: the Peking- 
Mukden, the Peking-Hankow, and the 
Peking-Kalgan, built by British, Belgian, 
and Chinese engineers respectively. The 
Peking terminals of the two first-named 
railways faced each other outside the 
Chienmen, the Great South Gate of the 
city, and that of the Peking-Kalgan was 
in the north-west suburbs. 

Only the Peking-Mukden Railway 
tation was of a style suited to its 
importance, for it had seven platforms, 
umbrella roofs, and well-designed station 
wuildings. Fifty years later this station 
vas still in use, with minor changes, but 
t was now dealing with almost all the 
long-distance passenger trains, for the 
Peking-Hankow Station had been con- 
erted to a goods station, and few trains 
topped at the old Kalgan Station. With 
0,000 passengers a day using the station, 

had become seriously overcrowded. 


Need for New Station 


The railway connections round Peking, 
ll at ground-level, had become an 
icreasing obstacle to road traffic, and a 
irastic reorganisation was necessary, 
» allow for the frequent electric train 
srvices likely to result from the growth 
f the suburbs. A new central station, 
erving all long-distance lines of the 
‘hinese National Railways, and further 
rom the City centre than the existing 
tations, was an essential part of such a 
eneral plan, and several alternatives 
ere discussed. The final decision was to 


build an entirely new station outside the 
walls of the Tartar City on comparatively 
open ground and about two miles from 
the centre of the city. All lines are 
4 ft. 84 in. gauge. 


Arrangement of Tracks 


Although the station is a terminal, 
there are no dead-ends. All tracks are 
through lines, to allow of the quick 
release of locomotives and disposal of 
empty trains to the carriage sheds without 
difficulty. There are at present 11 plat- 
forms in use, one main platform and five 
islands, but the plan envisages the 
eventual construction of seven more 
when required. All platforms are 1,600 ft. 
long and 4 ft. above rail level. They 
have ferro-concrete umbrella roofs with 
white surfaces and green pillars. 

The track lay-out, which is in the 


Main frontage at night. 


standard 85-lb. rail, has specially easy 
curves to avoid rough riding when 
Passengers are standing in coaches 
waiting to alight. 

Signalling is controlled from a central 
cabin. Each platform line is track- 
circuited, and, with each switch and 
signal, is shown on the illuminated 
diagram in the control tower. Entry to 
and exit from each platform can be set 
by depressing a single plunger. 


Escalators to Bridge and Subway 


Access to the platforms is by bridge 
and egress by subway, so avoiding 
congestion at peak hours. The bridge 
is ferro-concrete throughout, fully en- 
closed and, in winter, centrally heated. 
It is 480 ft. long and 5O ft. wide and has. 
seating and other amenities for waiting 
passengers. Enclosed staircases with 
glass doors lead down to each platform. 
The subway also connects with each 
platform and is tiled throughout. Both 
bridge and subway connect with the main: 
hall of the station by escalators, the first 
to be constructed in China. 

The station buildings include. 18. 
waiting rooms, capable of seating a total 
of 14,000 passengers. There are also a 
refreshment hall for 700, a cinema seating 
300, three television theatres, a library, 
recreation room, and three nurseries. 

The method of handling passengers. 
resembles that of an airport. Each 
platform has its own waiting room in the 
main building, whither passengers are 
directed as soon as they have obtained 
their tickets and registered their heavy 
baggage. From this waiting room they 
are called forward by loud-speaker when 
their train is nearly due, and wait on the 
bridge until the train is in and the 
platform ready to receive them. 

Each waiting room is provided with 

(Continued on page 190) 


The towers flank the entrance to the main hall 
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The Harwich-Zeebrugge Train Ferry 
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Rapid handling of through goods traffic between Britain and the Continent 


The “‘ Suffolk Ferry” moving away from the terminal, showing loaded wagons 
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By S. A. Claydon, 


Continental Traffic & Shipping Manager, Eastern Region 
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secured to deck 


WO train ferries link Britain with the 
Continent today, British Railways, 
Eastern Region, freight ferry between 
Harwich and Zeebrugge and the Southern 
Region passenger and freight train ferry 
between Dover and Dunkerque. Each 
provides services which are exceptionally 
popular and, for some types of traffic, are 
without parallel. Indeed certain traffics 
could not have been developed to their 
present level without the train ferry 
services. 

The Harwich-Zeebrugge service is the 
direct descendant of a ferry which was 
instituted between Richborough, Calais 
and Dunkirk during the first world war. 
The inadequacy of the road system in 
Northern France threatened to strangle 
the flow of munitions to the Western 
Front and a wide network of railways 
had to be constructed to ensure supplies. 
This led to the introduction of a cross- 
channel train ferry which gave a direct 
rail link with the sources of supply in 
Britain. Three train ferry vessels and 
special ferry terminals had to be con- 
structed and, because wagons normally 
available on the railways of Britain were 
not suitable for transit on the Continent, 
special wagons had to be built by the 
war department. 

Huge quantities of war material were 
successfully and economically ferried to 
the Continent, and for some time after 
the war the ferry was employed in return- 
ing equipment to Britain, but it was not 
until 1924 that a commercial train ferry 
service was inaugurated. 

As an outcome of arrangements 


initiated earlier by the Great Eastern 
Railway, two companies had been formed 





to operate the service, Great Eastern 
Train Ferries Limited, and La Societe 
Belgo-Anglaise des Ferry Boats. The 
English terminal was established at 
Harwich, the Belgian terminal at Zee- 
brugge where a new jetty had been con- 
structed at the cost of fr. 1,000,000. 
The old terminals which had given good 
service were towed round and established 


at Harwich and in the Bruges Canal. 

The train ferry ships, each of which 
could carry up to 54 wagons, which had 
operated the Richborough ferry, were 
purchased and reconditioned for the new 
service. Fortunately, both companies 
were able to purchase large numbers of 
the specially covered wagons which had 
been constructed by the war department. 
These were the forerunners of the easily 
distinguished longer white special Belgo- 
Anglaise train ferry wagons. 


Import Traffic 


Early on, most of the traffic consisted 
of imports from Belgium, but other 
European countries were quick to take 
advantage of this swift and _ reliable 
method of conveying their products 
into Great Britain. This led the Con- 
tinental Railways to build special ferry 
wagons to carry the goods which Belgium, 
Italy, Germany, and a growing number 
of other European countries, including 
Hungary and Czechoslovakia, had a 
special interest in exporting into this 
country. Today the volume of goods 
exported from the United Kingdom is 
creeping steadily closer to the level of our 
imports. 

Although the Societe Belgo-Anglaise 
des Ferry Boats weathered these early 
pioneering days, the Great Eastern 
Train Ferry Company was not so for- 
tunate and in 1932 its business was 
wound up and the assets purchased by 
the London & North Eastern Railway 
Company. 

During the second world war the 





Train deck of the ‘** Essex Ferry” showing four sets of tracks, and container 
hoist rails fixed to deckhead 
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Consignment of oil refinery equipment being unloaded from the “‘ Essex Ferry” 
at Harwich, en route from Venice 


Harwich-Zeebrugge ferries were first 
used for the conveyance of war material 
and ambulance trains. Later, they were 
converted to Admiralty work. Mines 
and bombing inevitably took their toll. 
Only one of the vessels was to return 
to its original role. 

Peace found the L.N.E.R. with little 
or no war damage to its ferry terminal, 
but across the water the canal leading 
to the terminal at Zeebrugge was still 
cluttered with wrecked ships and mines. 
Considerable work was necessary and 
extensive improvements have since been 
carried out. Some six years ago a new 
terminal was opened in the outer harbour 
which has reduced the voyage time of the 
round trip by about 2 hr. 


Vessels in Service 
Today the daily service in each direction 
; maintained by three post-war twin 
crew motor vessels of over 3,000 tons 
gross powered by Sulzer type diesel 
igines of 3,000 s.h.p., giving a maximum 
speed of over 14 knots. Each of the 
iree ferries, Suffolk, Norfolk, and Essex, 
has one upper deck which extends almost 
‘1e whole length of the vessel to serve as 
cover for the train deck where the 
agons are secured. Each of the vessels 
equipped with four lines of railway 
ack totalling more than 1,100 ft., 
mverging to two at the after end of 
ich vessel. All the vessels can carry 
> to 38 large continental freight wagons 
id are provided with cabin accommo- 
ition for 12 passengers, the maximum 
!.amber permitted by the Ministry of 
ansport without a passenger certificate 
2ing required. 
The number of sailings each week, 
each direction, varies from 10 to 18 
éccording to traffic demands. The nor- 
al voyage time for the 85 miles between 
} arwich and Zeebrugge is about 7 hr. 
urn-round time is frequently under 
* hr., during which some hundreds 


of tons of cargo will have been discharged 
and loaded. This ability to turn the 
ships round so quickly is of great value, 
especially at times of peak traffic. 

The ferries are virtually movable 
railway bridges on which railway wagons 
pass direct between British and Belgian 
tracks. The connection between ship and 
shore at Harwich and Zeebrugge is 
made by the ship coming astern into a 
U-shaped dock and making fast with the 
stern at the bottom of the “* U.”’ When the 
ship is secured, a bridge (hinged at the 
shore end and lifted or lowered at the 
seaward end by a gantry crane) is lowered 
on to the stern of the vessel. As the water 
rises and falls, ship and bridge move 


Continental rail vehicles being shunted on to the 
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together and the transfer of wagons is 
practicable at virtually all states of the tide. 

Thus the usual shipping operations 
such as cranage, barrowing, stevedoring, 
are eliminated. Expensive dock charges 
are also avoided. 

A standard ferry wagon which has 
been loaded at any station in Great 
Britain can be sent through to any 
station in Europe where the railway is 
of the normal 4 ft. 83 in. gauge, that is 
to say, anywhere except the Iberian 
peninsula, Finland, and Russia. Speci- 
ally-built wagons with interchangeable 
axles have been put into service in Spain 
and merchandise can be sent through in 
these vehicles between Spanish stations 
and British stations despite the differing 
Spanish rail gauge. 


Specially-built Rolling Stock 


Much of the rolling stock in use on the 
train ferries has been specially built to 
cater for the variety of goods to be 
carried. It includes covered and open 
wagons, refrigerator and _ insulated 
wagons, road-rail tank wagons, and 
motorcar wagons. Many continental 
railways, the French, German, Italian, 
and Belgian administrations in particular, 
think sufficiently highly of the Eastern 
and Southern Region ferry services to 
continue constructing wagons for this 
form of conveyance, as they did before 
the war, and over 7,000 railway-owned 
wagons are at present available. In addi- 
tion the Spanish Transfesa organisation 
has constructed 1,270 interchangeable 
axle wagons and the Interfrigo Company 
660 wagons capable of running over 
British Railways. 

Furthermore, a number of firms have 
considered the ferry service so advan- 
tageous to their business that they have 
constructed wagons at their own expense 
specially designed for the conveyance 
of their particular traffics. 

The smooth working of train ferry 


“* Essex Ferry” at Harwich 
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traffic, and indeed of all international 
traffic carried by British Railways steam- 
ship services, is dependent on the ease 
with which throughout transit is achieved. 
In this respect British Railways owe 
much to the work of the International 
Union of Railways in its endeavour to 
facilitate the flow of international traffic. 
British Railways can make arrangements 
for through consigning of merchandise 
traffic via the Harwich-Zeebrugge train 
ferry service to or from any European 
country with one set of documents under 
the provisions of the Convention Inter- 
nationale concernant le Transport des 
Marchandises par Chemins de _ fer 
(C.1.M.). All through consigning and all 
through merchandise tariffs are operated 
under the terms and conditions of this 
Convention. Traffic may also be accepted 
to such countries as far away as Russia, 
China, Mongolia, Korea, and Vietnam, 
which are not parties to the C.I.M., 
subject to conditions which have been 
agreed with the administrations of these 
countries. 


Regulation of Traffic 


Briefly, the C.I.M. regulates in detail 
the legal rights and duties of railway 
administrations, consignors and con- 
signees, in international traffic between 
the member countries, enforced by 
legislation in each of these countries. 
Thus the trader who wishes to forward 
a consignment from, say, Birmingham 
to Budapest can send the traffic under 
these international arrangements and 
know exactly the conditions of carriage 
which will operate throughout. He does 
not have to contend with six or eight 
different legal codes according to the 
countries to be traversed. 

The operation of train ferries necessi- 
tates close association with the Contin- 
ental Railways and this is achieved 
through membership of the International 
Wagon Union, known as the R.I.V. 
(Regolamento Internazionale Veicoli). 
This Union lays down the rules for the 
common use of wagons in international 
traffic; these rules cover compensation 
for loss of or damage to wagons and 
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charges for the use of the wagons by 
railways other than the wagon owners. 

To provide accelerated services where- 
ever this may be possible, a European 
Goods Timetable Conference is held 
twice a year to consider the services by 
which these train ferry wagons proceed 
to and fro across the Continent. 


Advantages of Train Ferry Service 


The outstanding advantages of the 
train ferry services are numerous. Except 
for customs formalities, once the goods 
are loaded there is no further handling 
until they reach the destination station. 
Lighter and less packing can be used, 
and can be dispensed with altogether 
in the case of certain classes of goods. 
As freight has to be paid on the gross 
weight of goods, and packing frequently 
weighs upwards of 20 per cent of the 
gross weight, the saving in freight is 
important. The cost of labour involved 
in packing, considerable in these times, 
is often also saved or reduced. In some 
countries where customs duty is charged 
on gross weight of packages, duty is 
saved as well. A machine can be erected 
at a factory and be transferred to the 
train ferry wagon without any dis- 
mantling. On arrival at its destination, 
it can be taken as a unit from wagon 
to site, or, where rail access exists, can be 
carried as a unit from the works to con- 
signee’s premises. In such cases erection 
costs and travelling expenses for speci- 
alised staff are avoided. 

The train ferry service is particularly 
suitable for the conveyance of perishables, 
such as agricultural produce, in re- 
frigerated and insulated wagons, which 
are normally available for the London 
market on the morning following ship- 
ment. Special attention has been given 
fo the development of fruit imports 
trom Italy. Quick transit is essential for 
soft fruits over such a distance and the 
fact that it has been achieved and the 
goods arrive on the markets in perfect 
condition has caused the traffic to grow 
to.very large proportions. Furthermore, 
the train ferry is being increasingly used 
for the export from this country of 
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chemicals, liquids in tank wagons, fish, 
horses in horse boxes, and motorcars. 
From the Continent comes glass, pottery, 
earthenware and furniture; traffics whicl 
essentially should receive the minimun 
handling during transit. Recent examples 
of this type of traffic for which the train 
ferries are eminently suitable are the 
transport of television sets fitted complete 
with their tubes and packed in cartons, 
which have been conveyed in large 
numbers from this country to Poland and 
Sweden, and refrigerators packed in 
cartons destined for Sweden. 


Growth of Traffic 


The volume of traffic carried by the 
Harwich-Zeebrugge Train Ferry increases 
year by year. This growth is fostered by 
the Eastern Region Continental Traffic & 
Shipping Manager’s commercial organisa- 
tion, the commercial officers of other 
Regions, the railway commercial officers 
in the Districts, the forwarding agents 
with their many contacts on the Continent 
of Europe, and not least perhaps, by the 
ferries’ own widespread reputation. 
Those in Harwich House, Bishopsgate, 
in a position to assess the needs of 
commerce, speak of higher tonnages to 
come, given the ships, ferry wagons, and 
the terminal capacity. They are daunted 
neither by increasing competition from 
the air lines nor by the prospect of the 
Channel Tunnel. 

If air lines have the edge over railways 
in speed, their costs are higher and most 
exporters who deal in large regular 
tonnages and sell in competitive markets 
prefer reliable transit at more reasonable 
cost. Deliveries by train ferry can be 
timed to arrive in given numbers of 
wagons as may be required. 

Optimism over the future of ferries in 
the Anglo-Continental trade seems to be 
well grounded. Whatever the effect of 
political decisions, in respect of the 
European common market and other 
matters, Western Europe is following the 
U.S.A. into a phase of high consumer 
expenditure and Eastern Europe may soon 
be ready to devote more of its resources 
in the same direction. 








Central Passenger Station at Peking 
(Concluded from page 187) 


lavatory accommodation, a_bookstall, 
snackbar, and a corner for children. 
Registered baggage is carried to and 
from the platforms by underground 
conveyors. 

The station is considered to be able 
to deal with 200,000 passengers a day, 
in 400 trains. 


Television Booths for Enquirers 


In view of the large number of dialects 
and languages spoken by visitors to 
Peking, special telephones are provided 
on each platform to a central language 
office at which questions in most dialects 
and several languages are received, under- 
stood, and answered. There are also nine 
television booths for the same purpose; 
by seeing the passenger as well as hearing 
him or her, the language office is often 
helped in replying. 


International and special trains arrive 
at No. 1 platform, which is specially wide 
to receive guards of honour and welcom- 
ing committees. This platform is also 
equipped with television and cinema 
cameras in cabins, with special lighting 
permanently installed. 

The main building, 700 ft. long and 
160 ft. high to the top of the twin towers, 
has 860,000 sq. ft. of floor space. The 
building is of ferro-concrete, and the 
towers are finished with roofs in the 
Chinese Imperial style. The central hall 
is lined in marble of differing hues 
blending well with the lacquer-red pillars 
which reach from the floor through the 
balustrades to the bluish-white vaulted 
roof, 130 ft. above the floor. The hall 
is lit by fluorescent tube lighting and 
Chinese lanterns hang from the roof. 
The other rooms in the building follow 
the same motif with variations. The 
walls are decorated with murals. 

Electrification of certain suburban ser- 
vices is now under consideration. 


RECONSTRUCTION OF WATH NortTH STATION. 
—The Eastern Region of British Railways 
has announced that work is to start short! / 
on the reconstruction of Wath North Station 
on the main line between Sheffield and Leeds. 
The new station block will be situated a 
road level on the down side of the line. The 
accommodation will include a ticket and 
parcels office, public lobby, lamp room, an‘ 
parcels store. The platforms, which hav> 
been subjected to subsidence, are to b- 
raised and resurfaced. A new waiting shelter 
of timber-framed construction faced wit 
cedar boarding will be built on each pla'- 
form. The station construction will be c' 
cavity brickwork, fair-faced internally ar 
externally, with a flat roof. The floors wi ! 
be finished with thermoplastic and quarry 
tiles, and granolithic. The present station 
will remain in use until reconstruction |3 
completed, after which it will be demolishe. 
Most of the work is expected to be coni- 
pleted by August this year. The new station 
buildings were designed by the Easter 
Region Architect and the work will be carried 
out by contract under the general direction 
of Mr. A. K. Terris, Chief Civil Enginee:, 
Eastern Region. 
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Transistors in Transport Lighting 


TLARGESC ALE installations of fluorescent lighting in pas- 
senger coaches, such as those in surface line and tube 
stock of London Transport, have hitherto been confined 
mainly to electric trains where a.c. can be derived con- 
veniently from a modified motor-generator set or other rotary 
machine. Limited use has been made of battery-driven con- 
verters in coaches with a 24-V. system, and where 110 V. is 
available, fluorescent tubes have been operated on d.c. at 
this voltage. A disadvantage of a d.c. supply is that the tubes 
tend to blacken at one end, and to minimise this effect it 
is usual to limit tube lengths to 18 in., or 2 ft., and to arrange 
the switching so that the tube polarities are reversed each 
time they are switched on. 

A solution to the problem of providing a.c. from low- or 
medium-voltage d.c. without rotary converters of any kind 
has now come from an unexpected source. The transistor, 
originally restricted to low outputs applicable only in tele- 
communications, has been developed to the point where 
40 W. a.c. can be handled, sufficient for running a 4 ft. fluores- 
cent tube. The new diesel trains on the St. Pancras—Bedford 
service (see our January 15 issue) are lit by fluorescent tubes 
operated from transistor-inverters, and main-line steam-hauled 
passenger coaches with a similar lighting system are already 
to be seen in growing numbers on the London Midland Region. 
The contrast between the lighting in these vehicles and that 
in adjacent coaches with the normal 24 V. filament lamps is 
striking, and emphasises the drastic up-grading in recent years, 
of what are considered acceptable standards of illumination, 
for to many passengers the lighting in the coaches with fluores- 
cent tubes is not exceptional, but the normal to which they 
are accustomed in office and factory. 

Methods of operating transistors for fluorescent lighting 
supplies were described in a communication from the Re- 
search Laboratories of the General Electric Co. Ltd., which 
was presented in the form of a paper to the Utilisation Section 
of the Institution of Electrical Engineers in London on Janu- 
ary 14. The authors were Messrs. I. F. Davies (now with 
Philips Electrical Limited) and D. Dunthorne of the General 
Electric Co. Ltd. 

The paper dealt mainly with transistor oscillators giving 
a high-frequency sine-wave output, and they remarked that 
while high frequencies allow circuit components to be smaller 
than at 50 cycles, which has long been found an advantage in 
transport applications, they also result in improved luminous 
efficiency from the tubes. There appears to be little advantage 
in going above 20 kc/s, because the efficiency/frequency curve 
levels off at this point. With the power transistors at present 
available, the maximum frequency of operation in sine-wave 
inverters for transport lighting is 6 to 8 kc/s. Efficiency of the 
basic inverter circuit with a single transistor operating as a 
self-driven tuned-collector oscillator is between 50 and 55 
per cent, but this may be improved by driving the oscillator 
into class C conditions by the use of an automatic bias 
arrangement. 

An example of this practice was illustrated by the circuit 
used in a 40 W. transistor inverter which is being supplied 
by the G.E.C. for large-scale installations of fluorescent 
lighting in standard and Pullman coaches of British Railways. 
Here two transistors are used in push-pull, which gives twice 
the power output for a given supply voltage, improves the lamp 
current waveform, and prevents the occurrence of excessive 
voltage swings if the load becomes disconnected. This inverter 
operates a 4-ft. 40-W. tube and is mounted separately from the 
tube and fitting. 

In this respect the equipment differs from the original 
transistor-inverter installations designed by the G.E.C. for 
first class compartments of the “ Caledonian” express of 
the London Midland Region, in which the oscillator was incor- 
porated $n a special 2 ft. 20-W. fitting. It was reported in the 
paper that 60 of these fittings were made and have now operated 
with entire satisfaction for 18 months. Some circuits with 
transistors in series to operate on supplies above about 30 V. 
were also illustrated, and the authors mentioned the develop- 


ment for British Railways of a 110-V. power pack having a total 
lamp load of some 160 W. In a.c. multiple-unit stock lighting 
may still be taken from a medium-voltage d.c. source with 
floating battery, and such an inverter could allow fluorescent 
lighting to be maintained in the event of an a.c. power failure. 


A.C. Electrification in India 


THE Indian Railway Board decision to adopt the 25-kV. 
50-cycle single- phase a.c. system of electrification was taken 
after the British Transport Commission had adopted this 
system for the United Kingdom. It was, therefore, not 
surprising that Indian engineers were anxious to have the 
views of Mr. S. B. Warder, Chief Electrical Engineer, British 
Railways Central Staff, on their plans. The opportunity of 
posing key questions to him in the presence of their con- 
sultants, the French National Railways engineers, was taken 
during Mr. Warder’s recent tour of India. This tour was made 
at the invitation of Mr. K. B. Mathur, Chairman of Indian 
Railway Board, and Mr. Warder’s impressions are recorded 
elsewhere in this issue. 

The appointment of the S.N.C.F. as consultants was a 
perfectly logical step for the Indian Railway Board to take 
and the experience of the French Railways has been of great 
value in the launching of 50-cycle traction in India. Now that 
the designs of the British Transport Commission are beginning 
to take shape it is evident that some of the same problems have 
been solved in different ways, and accordingly the Indian 
Railways has the opportunity of considering a much wider 
field of choice. 

It seems that Mr. Warder holds the view that India possesses 
ideal conditions for the successful application of 25-kV. 
50-cycle traction and that its decision was absolutely the right 
one. Thus, his visit was timely in giving reassurance to the 
Indian Railways of the rightness of its decision, and the promise 
of technical assistance from the wealth of new experience now 
beginning to flow from the equipment starting to enter service 
in the United Kingdom. 

In a comparison of the British Transport Commission and 
Indian Railways estimates Mr. Warder found a remarkable 
similarity in both the first- and running-cost estimates, in 
spite of the different conditions. The Indian engineers were 
particularly interested in the B.T.C. manner of sharing out the 
work of design and erection, and as they intend in future to 
take more and more to themselves, the methods employed in 
Britain would suit them admirably. Their manner of pro- 
gressing the work through an independent organisation is 
also well thought out, and in the hands of a capable personality 
with the drive and authority to get things done. 

Mr. Warder was impressed with the quality of Indian 
railwaymen and considered that India had a fine railway 
system. Their greatest need is finance for capital development 
but they are seriously concerned with the unfavourable trade 
balance and lack of foreign currency. Every investment is 
examined with this problem foremost, and consequently they 
must manufacture as much as possible in India or otherwise 
take the lowest tender. The situation is being exploited to 
the full by the Japanese and German manufacturers, con- 
sequently British firms are finding it extremely difficult to 
hold the markets they have traditionally regarded as their 
own for many years. 

It is evident that visits of this kind, where high level railway 
officers from their home fountry can visit their railway col- 
leagues in other parts of the world and exchange views on 
problems of mutual interest, can be of the greatest value to 
both. It is of no less value to the United Kingdom that these 
visits are made, and they should be encouraged. 

While Mr. Warder’s visit was of great value in informing 
the Indian Railways of the progress being made with British 
Railways a.c. electrification, it also served as a useful reminder 
that the relatively new system still offers many complex prob- 
lems. This in turn will have stimulated much interest in the 
electrification conference which is to be held in London later 
this year. 
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Electrification on Indian Railways 


Impressions gained by Mr. S. B. Warder, Chief Electrical Engineer, 
British Railways Central Staff, on his recent tour of India 


First a.c. electric locomotive, built by a consortium of French manufacturers 


T the invitation of Mr. K. B. Mathur, 
Chairman of the Indian Railway 
Board, Mr. S. B. Warder, Chief Electrical 
Engineer, British Railways Central Staff, 
last year toured railway installations in 
the Bombay and Calcutta electrified areas 
before attending the International Rail- 
way Congress meeting at New Delhi. 
The duration of his stay in India was 
quite short, extending from November 27, 
to December 10, during which time he 
delivered three lectures on the subject 
of British Railways modernisation with 
particular reference to electrification 
at 25 kV. 50 cycles a.c. The special 
significance of the programme lay in 
the fact that the Indian Railways have 
followed the example of British Railways 
in adopting the new system and have 
embarked on a large scheme of electri- 
fication. 


Bombay Suburban Services 


Mr. Warder first inspected the elec- 
trified suburban services of the Bombay 
Western Railway, formerly the Bombay 
Baroda & Central Railway. This rail- 
way serves the suburban districts of 
Bombay that lie along the built-in penin- 
sular on which the city rests. Operating 
on 1,500 V. d.c. it extends to Virar, a 
distance of 37-25 route miles or 127 single- 
track miles. The service is worked by 
31 eight-car sets, all British built except 
for the last order when five sets were 
brought in 1957 from Japan. 

Maintenance procedure follows British 
practice, except that being so far away 
from the source of supply the local staff 
must rely much more on their own 


resources. They, therefore, have to 
undertake much work which in England 
is often done by the manufacturer. 
Labour being cheap, hand cleaning is 
usual, but because of the increasing 
intensity of the services more use of 
washing machines is being made to keep 
the trains in service as long as possible. 


Since 1938-39 there has been an in- 
crease in passengers carried of 372 per 
cent with a corresponding increase in 
suburban trains of 98 per cent and 
multiple-unit stock of only 55 per cent. 
Some 2,000 passengers in an eight-coach 
train is commonplace and two-platform 
unloading is essential. 

Mr. Warder next inspected the Bombay 
Central Railway, formerly the Great 
Indian Peninsular Railway, which has a 
total of 445 route miles, 190 miles of 
which have been electrified at 1,500 V. 
d.c. Over 35 miles serve the suburban 
areas of Greater Bombay between Vic- 
toria Terminus and Kalyan, and the 
balance towards Igatpuri in the North 
East and Poona in the South East. 
Over a period of 30 years the passenger 
traffic has increased by 455 per cent. 

The suburban service is maintained 
with a fleet of 77 four-car multiple-unit 
sets of which 65 are in regular service 
every day running 665 trains. Main-line 
train services comprise 40 freight and 
40 passenger trains each way per day. 
There are in all 73 electric locomotives 
of which 25 are passenger, 41 freight, 
and seven mixed traffic. 

Of the newer locomotives which are 
Co-Co, and weigh 120 tons, some trouble 
has been experienced with wheel slip, 
and it has been decided to incorporate 
field weakening on the leading axle 
motor. Wheel slip relays have also been 
called for. 

Mr. Warder saw some heavy gradient 
working in the mountain districts known 
as the Ghats, where the maximum ruling 


Example of capacity loading of eight-coach train at Churchgate terminus, 
Western Railway, Bombay 





gradient is 1 in 37, and all trains ascend- 
ing are banked in the rear, and in the 
case of descending trains, in the front 
with regenerative braking. 

A visit was also made to the Chola 
Power Station. This is wholly owned 
by the Railways and with an installed 
capacity of 136 MW. supplies power 
to both the Central and Western Rail- 
ways. The surplus is sold to Tata 
Hydro Agencies with whose system this 
power station is interconnected. The 11 
traction substations on the main line of 
the Central Railway are supplied through 
the Railways own transmission lines, 
whereas the six suburban substations on 
the Central Railway and six substations 
on the Western Railway are fed through 
the Tata distribution system. 


Electrification Conference in Calcutta 


On December 2, Mr. Warder travelled 
to Calcutta for what was regarded as one 
of the most important items of his visit, 
a joint electrification conference on the 
Indian Railway a.c. electrification pro- 
gramme. There were present under the 
chairmanship of Mr. Awasty, General 
Manager and Chief Engineer Railway 
Electrification, South Eastern Railway, 
S.N.C.F. engineers, the Indian Post & 
Telegraph engineers, and all the principal 
officers of the electrification team. This 
discussion was followed by his second 
lecture of the tour which took place at 
the Institution of Engineers. 

The following day a visit was made to 
Kendposi where the British Insulated 
Callender’s Construction Co. Ltd. has 
set up its receiving depot for storing and 
assembling materials for its overhead 
contract. The day was spent touring the 
area, visiting the substation site where 
equipment loaned by the S.N.C.F. was 
being unloaded. 

About 1,400 route miles are already 
planned for electrification at 25 kV. 
50 cycles during the period 1956-61, 
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Overhead _ structure supporting 

1,500-V. d.c. catenary wires and 

22-kV. a.c. three-phase transmission 
system, made from old rails 


and it is the intention eventually to link 
Calcutta, Delhi, and Bombay with this 
system. The existing 1,500-V. d.c. 
system at Bombay will probably be 
retained as there appears to be sufficient 
justification to permit a change of loco- 
motive at the fringe of this system for the 
through trains. 

The Indian Railway Board who control 
finance and design from New Delhi, 
in a way similar to the British Transport 
Commission, has placed the responsi- 
bility for the execution of the work under 
a special Railway Electrification Adminis- 
tration based at Calcutta. This is headed 
by a General Manager and Chief Engin- 
eer who has assisting him over 100 
officers covering civil, electrical, and 
signalling interests. He is responsible 
for all the direct structural works, 


Women mixing concrete for overhead line structure foundations 
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provision of overhead equipment, pro- 
curement and installation of remote 
control equipment, modifications to the 
existing signalling and telecommunica- 
tion installations, commissioning of elec- 
tric locomotives, and modifications to 
existing structures to provide electrical 
clearance. Rolling stock is designed and 
procured from Delhi under the Director 
of Electrical Engineering, but close 
contact is always maintained between the 
two centres. Over and above all this 
the S.N.C.F. has been engaged as tech- 
nical associates and has planned the 
technical design and drafted technical 
specifications. Three firms, one British 
one Italian, and one Japanese have been 
given overhead line contracts, and Mr. 
Warder saw examples of the work they 
are doing. B.I.C.C. is putting up a 
cheaper version of the British Railways 
design, with galvanised broad flange 
beams (B.F.B.), largely of ferrous mater- 
ials. The Japanese approach is to use 
standard rolled-steel joist (R.S.J.) sec- 
tions, and the Italians are using a lattice 
structure made from angles and flat 
plate. The British section is the furthest 
advanced. Méechanisation in erection is 
not warranted, because possessions are 
easily attainable and labour is cheap. 


Chittaranjan Locomotive Works 


Mr. Warder next travelled to Asansol 
to see the Chittaranjan Locomotive 
Works. A complete township has been 
constructed, covering an area of seven 
square miles with a population of 40,000 
all centred on a modern locomotive 
works producing 14 steam locomotives 
amonth. Attention is now being turned 
to the design and production of mechani- 
cal parts of diesel and electric locomotives 
and these will incorporate the power 
equipment wholly or partly made in 
India by private enterprise. Orders for 
the first ten 3,600-h.p. d.c. electric loco- 
motives have been placed and plans are 
in hand for the gradual manufacture of 
a.c. locomotives. 

A large galvanising plant with a 
capacity of 700 tons a month has been 
installed for the railway electrification 
project. The establishment of a steel 
foundry in conjunction with a British 
firm is also in hand. 

Mr. Warder returned to Calcutta to 
see the first a.c..25-kV. locomotive which 
had just arrived from France. This 
locomotive is the first of 110 already on 
order, 100 from a Continental consortium 
of manufacturers and 10 from Japan. 
They are capable of hauling a 675 ton 
(15 coaches) passenger train on the level! 
at a speed of 50 m.p.h., and will haul! 
a 3,600 ton freight train at 40 m.p.h. 
They are of Bo-Bo design with an axle 
load of 184 tons and a transformer rating 
of 3,150kVA. They are in fact facsimiles 
of the standard §.N.C.F. locomotive 
altered to suit the 5 ft. 6 in. gauge of the 
Indian Railways. 

Electric traction on the Eastern Rail- 
way only commenced to operate in 1957 
when the first 14 miles of an 88 mile 
scheme was inaugurated. This operates 
at 3,000 V. d.c. and the work was carried 

(Continued on page 196) 
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LECTRIFICATION of the French 
National Railways, Northern Re- 
gion, from Paris to Lille, inaugurated 
on January 7, 1959, was the first step 
in the so-called ‘“‘ Nord-Paris” pro- 
gramme of converting steam-worked 
lines to the 25-kV., 50-cycles system. 
As reported briefly in our December 18, 
1959, issue, work is now proceeding on 
electrification of the mainline which 
leaves the Paris—Lille route at Creil and 
runs north-eastward to Aulnoye via 
Tergnier and Busigny. Beyond Aulnoye 
this line divides to connect in one direction 
with the Belgian National Railways 
route to Mons, Brussels, and the Dutch 
frontier ; and in the other direction with 
the cross-country line of the same ad- 
ministration to Charleroi, Liége, and the 
‘German frontier. 

Connection is made at Aulnoye with 
the S.N.C.F. Lille—Basle electrification, 
but the present project will provide a 
more direct link from the Paris direction 
with the Valenciennes-Somain area by 
converting the branch from Busigny, 
which forks at Lourches to serve both 
these mining centres. Both places 
already have outlets to the Paris—Lille 
line, and so the new work will provide 
two fully-electrified routes for coal and 
steel traffic from the Valenciennes area 
to Paris and the South. At present this 
traffic exceeds the capacity of the Paris— 
Lille electrification, and part continues 
to be steam-hauled via Tergnier. 


Alternative Route for Goods Traffic 


It was stated in the article on the Paris— 
Lille scheme in our January 16, 1959, 
issue, that it had been intended to elec- 
trify the goods line from Paris via Le 
Bourget and Verberie to Longueau as 
a by-pass to the main line between Paris 
and Longueau, but that it was later 
decided to defer conversion of the Ver- 
berie—Longueau section. Under the new 
arrangements this will cause no incon- 
venience, for goods trains from Le 
Bourget to Lille, for example, now 
steam-hauled to Longueau, will be able 
‘to travel via Lourches, and Valenciennes 
with electric traction throughout. 

The Creil-Aulnoye line carries an 
important internal passenger traffic to 
and from Compiégne and St. Quentin, 
ind is also the route of international 
services. It is traversed by the Paris 

Brussels-Amsterdam expresses travelling 

via Mons ; and by services such as the 
‘ Paris-Scandinavia Express,” and the 
scandinavian portion of the ‘“* Nord 
xpress,’ which run via Charleroi, Liége 
nd Herbesthal. Additional coal traffic 
or the lines to be electrified is foreseen 
rom the establishment by Electricité de 
rance of a new chain of power stations 
long the River Oise and round Paris. 

The totalt.of 147 route-miles to be 
onverted consists of 103 miles from 
Creil to Aulnoye, 32 miles from Busigny 
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Further Stages of Paris-Nord Electrification, S.N.C.F. 


Conversion from Creil to Aulnoye, with branch to the Valenciennes-Somain mining 
area, will provide a second electrified route from the industrial North to Paris 





to Somain, and 12 miles from Lourches 
to Valenciennes, all double-track. Except 
for one stretch of 1 in 200, gradients do 
not exceed 1 in 300, so that it will be 
possible to raise passenger train loadings 
from 700 to 800 tonnes, express goods 
train loadings from 800 to 1,000 tonnes, 
and ordinary goods train loadings from 
2,000 to 2,600 tonnes on turns worked by 
Co-Co locomotives or from 1,650 to 
2,200 tonnes where Bo-Bo locomotives 
are employed. 

At Creil, Aulnoye, Somain, and Valen- 
ciennes power will be taken from the over- 
head contact systems of existing electri- 
fications at these points. Three new feeder 
stations will be provided, situated near 
Verberie, Tergnier, and Busigny. The sta- 
tion near Verberie (Longueil—Ste. Marie) 
will be connected with the E.D.F. 








substation at Creil by 14 miles of new 
transmission line and will also have a 
short reserve connection with the E.D.F. 
line from Creil to Clairoix. Supplies 
for traction will be provided by two 
10,000-kKVA., 60kV/25kV. single-phase 
transformers. 

At Tergnier three single-phase trans- 
formers of the same rating as at Longueil 
will be installed, and duplicate transmis- 
sion lines will be erected over the 23 
miles to the E.D.F. substation at Beautor. 


Sectioning of Overhead Line 


Sectioning and paralleling facilities 
will be provided in the overhead contact 
system between Creil and Longueil, 
Longueil and Tergnier, Tergnier and 
Busigny, Busigny and Aulnoye, Busigny 
and Somain, and Lourches and Valen- 
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Electric Traction Section 





Class “* 16500” Bo-Bo ignitron locomotive for express passenger service 


ciennes. All the switchgear will be con- 
trolled remotely from the control rooms 
at Paris and Douai. 

The overhead contact system will be 
similar to that between Paris and Lille, 
comprising a simple catenary with an 
overall uniform cross-section equivalent 
to approximately 0-24 sq. in. Structures 
will normally be spaced 7 ft. 23 in. from 
the outer rail for good sighting of signals, 
but this may be reduced where necessary 
to a minimum of 5 ft. 3 in. 


Lengthening Sidings and Loops 


Certain goods loops and refuges at 
Saint - Quentin, Cambrai — Annexe, and 
Lourches will be lengthened to 820 yd. 
and storage sidings at Prouvy-Thiant 
will be extended to the maximum prac- 
ticable, so as to take advantage of the 
more powerful locomotives. Additional 
tracks in the locomotive depots at Creil, 
Aulnoye, and Somain will be electrified, 
new sidings for stabling electric locomo- 
tives will be built at Compiégne, Saint- 
Quentin, and Busigny, and an electric 
locomotive depot will be provided to the 
north of the marshalling yard at Tergnier. 

Re-alignment of the main line will be 
undertaken at three places between Creil 
and Aulnoye, comprising increases in 
the existing radius of curvature from 
656 to 875 yd. at Condren, from 820 to 
1,093 yd. at Landrecies, and from 820 
to 1,202 yd. at Le Cateau. 

The international loading gauge of 
14 ft. 04 in. will be observed, but the 
overhead contact line will be arranged to 
allow the passage of exceptional military 
loads requiring 14 ft. 5} in. Out of a 
total of 80 over- and under-bridges, 
footbridges, and flyovers, 60 will need 
modification to provide electrical clear- 
ances. Of these, 42 will be raised, and 
at four others the tracks will be lowered. 
At six overbridges in reinforced con- 
crete the central span will be demolished 
and rebuilt in material of less depth. 
Two concrete overbridges and five 


masonry arches will be rebuilt. 

Certain new telecommunications cir- 
cuits will be needed, comprising an 
omnibus telephone circuit between feeder 
stations and sectioning points; an alarm 
circuit to which telephones may be con- 
nected at any kilometre post for emer- 
gency communication with the power 
supply controller, and a circuit to which 
men working on the track or overhead 
system may connect portable equipment 
which ensures electrical isolation. 

These, and the existing S.N.C.F. tele- 
phone circuits, will be carried in a new 
cable with from 14 to 44 pairs. 


Three-System Locomotives 


New locomotives will all be of the 
Bo-Bo type and will consist of 25 of class 
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** 16000,” 45 of class “16500,” and 67 of 
class ** 12000,” but 20 of the latter wilk 
be drafted to the Lille-Basle route in 
replacement of the ‘* 14000” class Co- 
Co mentioned above. In addition, a 
new class, ‘* 26000” of three-system 
Bo-Bo locomotive, will be equipped for 
through working over the French 
National, Belgian National, and Nether- 
lands Railways, on voltages respectively 
of 25 kV. a.c., 3,000 d.c., and 1,500 d.c. 

Considerable revision of locomotive 
rosters will be necessary and it is. 
calculated that 463 steam locomotives 
and five diesel sets will be dispensed with. 

It is necessary to fit electric heating 
in 186 coaches and 44 vans for express 
services and in six vans used on stopping. 
trains. 








Electrification on Indian Railways 
(Concluded from page 194) 


out entirely by Indian engineers. Hither- 
to electrification projects had _ been 
executed by firms of British consulting 
engineers. The services are worked by 
47 three-coach multiple-unit sets for 
suburban traffic, and 15 locomotives for 
mixed traffic (12 British and three 
Japanese). It is understood that towards 
the end of the book life of the stock the 
system will be converted to the standard 
a.c. system. 

The last two days of Mr. Warder’s 
tour were spent in New Delhi attending 
the enlarged meeting of the International 
Railway Congress where the question 
of multi-current system of electric trac- 
tion was discussed. He presented a 
shortened version of the lecture pre- 
viously delivered at Bombay and Cal- 
cutta, at the conclusion of which Mr. 
K. B. Mathur, Chairman of the Indian 
Railway Board, stated that a delegation 
would attend the London conference 
on a.c. electrification next October. 


masse 





ee en ne a ee 





Raising of bridge to give clearance for overhead equipment, typical of works 
involved in 25-kV. electrification in Northern Region 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. Charles E. Dobson, General Freight 
Agent, Winnipeg, Canadian National Rail- 
ways, has been appointed Assistant Freight 
Traffic Manager, in charge of rates, tariffs 
and divisions at Montreal. 


Professor Dr. Heinz Maria Oeftering, 
Senior Chairman of the German Federal 
Railway, who will relinquish the office of 
President of the International Union of 


connection with that appointment, Dr. 
Oeftering was Chairman of the Supervisory 
Councils of the Wolfsburg Volkswagenwerk 
and Howaldts-Werke A.G., Kiel, and 
Deputy Chairman of the Supervisory 
Councils of Hamburg Howaldts-Werke A.G., 
Vereinigte Industrie Unternehmen A.G., 
and various other undertakings. In February, 
1957, he was appointed President of the 
Central Accounting Office of the Federal 
Republic. He became Chairman of the Board 
of Directorate of the German Federal 


Professor Dr. H. M. Oeftering 


President of the International Union 


of Railways 


Railways (U.I.C.) when his two-year term 
of office expires next December, was born 
at Munich in 1903. He studied jurisprudence 
and state sciences at Munich and Heidelberg, 
graduating from Munich university in 1929. 
After short term employment in the Bavarian 
provincial administration, he went to the 
State Finance Authority in 1930. In 1932, 
\¢ was called as scientific expert, to Munich. 
!n 1935 he was transferred to the German 
state Finance Ministry after appointment as 
Xegierungsrat. His promotion as Ober- 
Regierungsrat followed in 1940 and in his 
new capacity he was engaged on general 
inance and loan matters. From 1943 he 
served in the German Army. After the war 
Jr. Oeftering resumed his work in the 
mance administration. In 1945 he became 
‘resident in the Hesse-Palatina Accounting 
hamber, and in 1947 President, Rhineland- 
Palatina Province Central Accounting office. 
n 1949 he entered the German Federal 
rinance Ministry as Ministerialdirektor, 
Subsequently becoming Head of the General 
Finance Policy & Public Finance Economy 
Department. At the same time, and in 


Chief 


Railway in May, 1957. Dr. Oe6eftering, 
succeeded Mr. Louis Armand as President 
of U.L.C. in 1958. 


A memorial service to Mr. A. C. Hartley, 
late President of the Institution of Civil 
Engineers and formerly President of the 
Institution of Mechanical Engineers, will be 
held at St. Margaret’s, Westminster, at 2.30 
p.m. on Tuesday, February 16. 


Mr. Cedric J. Campbell has retired from 
the office of Chairman, Canadian Passenger 
Association. Mr. Campbell served for 
many years with the Canadian National 
Railways, before being transferred to the 
Canadian Passenger Association in 1947. 
He has been Chairman since 1954. 


Mr. Eric A. Robinson, Chairman & Joint 
Managing Director, Superheater Co., Ltd., 
retired from the position of Joint Managing 
Director, on January 31, but he remains 
Chairman. Mr. C. Southcott, Joint 
Managing Director, becomes Managing 
Director. 


Mr. M. V. Bhavnani, Officiating Deputy 
Director, Traffic Transportation, Railway 
Board, India, has retired. 


Mrs. D. Elvy has been appointed a member 
of the Transport Users’ Consultative Com- 
mittee for the South Eastern Area. She 
will represent the local authorities in the 
area, in place of the late Colonel T. Gregory. 


Mr. T. R. Collier, Chief Traffic Manager 
of the Victorian Railways, who, as recorded 


Mr. T. R. Collier 


Traffic Manager, Victorian 
Railways, 1956-59 


in our December 4 issue, has retired after 
nearly 50 years of service, joined the 
Railways Department as a junior porter at 
Glenhuntly. He was made Train Controller 
at Ballarat in 1926, and subsequently became 
Traffic Inspector, Ballarat; Assistant District 
Superintendent, Ararat; District Superin- 
tendent, Ballarat & Geelong; Metropolitan 
Superintendent, Flinders Street; Superin- 
tendent of Train Services; Traffic Branch 
Staff Superintendent; Outdoor Assistant to 
the Chief Traffic Manager and, in 1951, 
Assistant Chief Traffic Manager. He was 
appointed Chief Traffic Manager in 1956. 
Mr. Collier represented the Department 
on many committees, including those for 
proposed city underground railway, and 
the Latrobe Valley Development. For 
five years he was President of the Victorian 
Railways Institute. During the 1914-18 
war, he served in the First A.I.F. He attained 
the rank of Lieutenant and won the Military 
Cross and Bar and was twice mentioned in 
dispatches. In the 1939-45 war, he was 
Director of Rail & Road Transport in 
Australia, with the rank of Colonel. 
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Mr. K. S. Martin, District Engineer, 
Derby North, London Midland Region, 
British Railways, has been appointed Assist- 
ant Civil Engineer, Euston. 


Mr. K. C. Lall, Director of Standardisa- 
tion, Ministry of Railways, India, who, as 
recorded in our November 13 issue, has been 
appointed General Manager of the Chittaran- 
jan Locomotive Works, was born in 1907. 
He joined the railways in 1927 as a Special 
Class Apprentice in the Jamalpur Workshops, 
East Indian Railway. After four years’ 
apprenticeship, he was sent for two years of 
further training at the Swindon Works, 
Great Western Railway, in England. In 


Mr. K. C. Lall 


Appointed General Manager, Chittaranjan 
Locomotive Works, Ind dia 


1933, Mr. Lall became Assistant Rolling 
Stock Officer, North Western Railway, India. 
Shortly afterwards, he was posted on special 
duty with the Organisation Branch and 
carried out job analysis in workshops, 
locomotive sheds and carriage & wagon 
depots. He was promoted to the Senior 
Scale, as Mechanical Engineer (Mainten- 
ance), in 1940 and in 1944 he was transferred 
to the Railway Board as Deputy Director 
(Mechanical). In 1947 he was appointed 
Deputy Chief Mechanical Engineer, N.W.R., 
and with the partition of India he became the 
Administrative Officer (Mechanical) of the 
then newly-formed Eastern Punjab Railway. 
Later, he became the Deputy Chief Mechani- 
cal Engineer, E.P.R., a position held until 
1950. During this period he also acted as 
Controller of Stores for a year and as 
Director (Mechanical), Railway Board, for 
three months. With the re-grouping of 
Indian Railways in 1952, Mr. Lall was 
appointed Deputy Chief Mechanical En- 
gineer (Workshops), Northern Railway, 
and in 1954 he was promoted to be Chief 
Mechanical Engineer, Northern Railway. 
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In 1955 he made a tour of the Pakistan 
Railways to study the diesel traction. In 
1958 he was appointed Director, Standards 
(Mechanical) in the Research, Design & 
Standards Organisation of the Ministry of 
Railways. Mr. Lall held this position until 
his recent appointment as General Manager, 
Chittaranjan Locomotive Works. 


Mr. A. Nadin has been appointed General 
Manager of Brayshaw Furnaces Limited 
and Brayshaw Tools Limited. 


The late Mr. W. E. Jewell, A.M.I.E.E., 
Distribution Engineer, Metropolitan Rail- 
way, 1923-42, whose death on January 23, 


at the age of 77, was briefly recorded in our 
January 29 issue, was born in 1882. Mr. 
Jewell trained as an engineer at the Midland 
Railway Workshops in Derby. After experi- 
ence with W. T. Glover & Co. Ltd. on tram- 
way electrification in the North of England 
and South Wales, he joined the British 
Westinghouse Electric & Manufacturing Co. 
Ltd., and was employed by them as an out- 
side engineer on the electrification of the 
Metropolitan Railway from Baker Street to 
Harrow-on-the-Hill. On completion of the 
contract he joined the Metropolitan Railway. 
During the 1914-18 war he served in the 
Irish Rifles, and attained the rank of Captain. 
He was appointed Distribution. Engineer, 
Metropolitan Railway; in 1923, and was 
concerned with the electrification of the 
lines to Uxbridge, Rickmansworth, Watford 
and Stanmore. He retired from this posi- 
tion in 1942. 


Mr. H. G. Herrington, Managing Virector 
of High Duty Alloys Limited, has been 
re-elected Chairman of the Aluminium 
Industry Council. 
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Mr. S. H. Ireland has been appointed’ 
Assistant Managing Director, Consolidated 
Pneumatic Tool Co. Ltd. 


Mr. H. K. L. Sethi, General Manager & 
Chief Engineer, Ganga Bridge Project, who,. 
as recorded in our November 6 issue, has 
retired from the Indian Railways, was 
educated at the College of Civil Engineering 
Roorkee. He was appointed an Assistant 
Executive Engineer, North Western Railway 
in 1925, and, after varied experience was 
promoted to be Divisional Engineer in 1939. 
He held important positions in the Lahore 
and Karachi Divisions, and obtained exten- 
sive experience of river training works. In 


Mr. H. K. L. Sethi 


General Manager & Chief Engineer, Ganga Bridge 
Project, Indian Railways, 1954-59 


1946, Mr. Sethi became Deputy Chief 
Engineer, Lahore. After Partition he was 
appointed Head of the Engineering Depart- 
ment, former Eastern Punjab Railway. 
From May, 1948 to August, 1950, he worked 
as Divisional Superintendent Ferozpore 
and Delhi, subsequently becoming Director, 
Civil Engineering, Indian Railway Board 
In this capacity he played an important part 
in the preparation of the rehabilitation 
programmes and the first Five Year Plan 
of the railways. He was appointed General 
Manager & Chief Engineer, Ganga Bridge 
Project in October, 1954. The bridge was 
opened by Mr. Jawaharlal Nehru, Prime 
Minister of India, in May last year, nine 
months ahead of schedule. Mr. Sethi was 
awarded the Railway Boards Gold Medal 
for his paper “ Ganga Bridge—Mokameh,” 
contributed in 1956, to the Journal of the 
Institution of Engineers (India). He is a 
member of the High Level Committee of 
Engineers appointed by the Railway Board 
to investigate the methods of estimating the 
maximum flood discharge from catchment 
areas. 
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Mr. A. C. Parker 


Appointed Assistant Regional Establishment 
& Staff Officer, Western Region 


Mr. A. C. Parker, A.M.Inst.T., Assistant 
(Wages Staff) to the Regional Establishment 
& Staff Officer, Western Region, British 
Railways, who, as recorded in our January 8 
issue, has been appointed Assistant Regional 
Establishment & Staff Officer, began his 
railway career on the Great Western Rail- 
way, in 1927, in the Chief Mechanical 
Engineer’s Department at Swindon. After 
serving in various offices of that department, 
he was transferred, in 1941, to the Staff & 
Establishment Office, then located at Alder- 
maston. In December, 1947, he was loaned to 
the Railway Executive and, on January 1, 
1948, was appointed Personal & Statistical 
Assistant to the Chief Officer (Staff & Estab- 
lishment) of the Executive. In July, 1948, 
Mr. Parker was appointed Secretary of the 
Railways Staff Conference, and of the Rail- 
ways Staff National Council and the Special 
Joint Committee on Machinery of Negotia- 
tion for Railway Staff. At the same time, 
he became Secretary of the Management 
Side of the Railway Shopmen’s National 
Council, the National Railway Electrical 
Council, the Railway Workshop Supervisors 
National Council and, since its formation 
in April, 1951, the British Transport Police 
Force Conference. Mr. Parker was appointed 
Assistant (Salaried Staff) to the Regional 
Establishment & Staff Officer, Southern 
Region, in January, 1956, and in September, 
1957, he returned to the Western Region as 
Assistant (Wages Staff) to the Regional 
Establishment & Staff Officer, the position 
he recently vacated. 


Sir William Black, Chairman of Associated 
Electrical Industries Limited, has been 
elected President of the Omnibus Society 
for 1960. He is the first manufacturer to 
hold that office. 


Mr. R. H. Hensman has been appointed 
Secretary of Cable & Wireless Limited. 
He succeeds Mr. F. H. Lansbury, who, 
having passed the age of retirement, relin- 
quished the position at the end of January. 


Mr. J. D. Goddard, Director of Stenor 
Limited, a member of the Firth Cleveland 
Group, it to visit the United States for the 
Fram Workd Sales Conference, organised by 
the Fram Corporation of America at Provi- 
dence, Rhode Island. Later he will visit 
New York for the American Service Industry 
Automobile Exhibition. 
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Mr. A. J. Stephens, Traffic Manager, 
Doncaster, Eastern Region, British Railways, 
will retire on April 5. 


Mr. H. S. Smyth’s appointment as Elec- 
trical Engineer, Southern Region, British 
Railways, has been re-designated Mechanical 
& Electrical Engineer (Traction). 


Mr. M. S. Hatchell has been appointed 
Mechanical & Electrical Engineer (Work- 
shops), Southern Region, British Railways. 
He succeeds Mr. F. J. Pepper who becomes 
Mechanical Engineer (General) at British 
Transport Commission Headquarters. 


Mr. J. A. Wright, Assistant General 
Solicitor (East), Montreal, Canadian Pacific 
Railway, has been appointed General 
Solicitor. Mr. F. S. Burbidge, Solicitor, 
Montreal, becomes’ Assistant General 
Counsel. 


Mr. Sidney Wright, Chief Assistant, 
British Department, Thos. Cook & Son Ltd., 
has been appointed Manager of the British 
Department. He succeeds Mr. Peter 
McAusland who retired on January 31, after 
almost 50 years of service with the company. 


We regret to record the death, at the age of 
66, of Lt.-Colonel Ernest Massingham, 
Production Engineer, Indian State Railways, 
at the outbreak of the 1914-18 war, when the 
railway workshops were converted to arms 
production. 


Massey-Ferguson Limited has affected a 
reorganisation of its Engineering Division 
in the United Kingdom. Under the direction 
of Mr. Ewen M’Ewen, Director of Engineer- 
ing, Europe, Dr. B. F. Willetts is now Chief 
Engineer, United Kingdom. Mr. Charles 
Hunt becomes Chief Test Engineer. 


Mr. Richard Miles, Chairman & Managing 
Director of Head Wrightson & Co. Ltd., has 
retired. He has been Chairman for 10 
years, and Managing Director for 25 years. 
He remains on the board of the parent 
company. Sir John Wrightson, Vice-Chair- 
man & Managing Director, for the last 10 
years, has been appointed to succeed him, as 
Chairman & Managing Director. 


Mr. W. E. A. Williams, London & South 
East Area Representative, Suffolk Iron 
Foundry (1920) Limited, has been appointed 
Sales Manager. Mr. G. A. Edmunds 
succeeds Mr. Williams as Representative in 
London, the South East. mr. &.. E. 
Witherington, has been appointed Bir- 
mingham Area representative in the place of 
Mr. E. Christie, who has returned to head 
office at Stowmarket owing to ill-health. 


Mr. J. J. Parkes and Mr. A. Chamberlain 
are joining the Board of Guy Motors 
Limited. Mr. Parkes is Chairman & 
Managing Director of Alvis Limited, and a 
Director of the Cornhill Assurance Limited, 
and the Society of British Aircraft Construc- 
tors Limited. Mr. Chamberlain is a Member 
of the Western Area Board, B.T.C.; a 
Director of J. Brockhouse & Co. Ltd., and 
of Lloyds Bank Limited, Midland Board. 


Mr. A. Beard, formerly Chief Production 
Engineer of Simmonds Aerocessories Lim- 
ited., Mr. W. J. Burnell, Chief Mechanical 
Engineer, Mr. S. H. Goss, General Sales 
Manager, Mr. A. P. H. Pehrson, Export 
Manager, and Mr. C. J. Williams, Works 
Manager, have been appointed to the board 
of the company. All have previously been 
Executive Directors. Mr. Goss and Mr. 
Williams have also been appointed Assistant 
Managing Directors. Simmonds Aeroces- 
sories Limited is a member of the Firth 
Cleveland group. 


Mr. G. W.. Brimyard 


Appointed District Commercial Officer, 
Norwich, Eastern Region 


Mr. G. W. Brimyard, Public Relations 
Officer, Great Eastern Line, Eastern Region, 
British Railways, who, as recorded in our 
January 15 issue, has been appointed 
District Commercial Officer, Norwich, is 34. 
Mr. Brimyard graduated at Cambridge 
University with Honours. He entered the 
service of the London Transport Executive 
in 1949, gaining experience in the Central 
Road Services Department and Traffic 
Development Office. In 1951 he was 
appointed Personal Assistant to the Member 
of the Executive responsible for rail and road 
operating and commercial matters. Three 
years later he took charge of the Southern 
section of London Transport’s Public 
Relations Office. Mr. Brimyard was 
appointed Public Relations Officer, Great 
Eastern Line, Eastern Region, British 
Railways, in 1957. Last September he was 
chosen to attend the first course at the 
British Transport Staff College, Woking. 


Mr. F. A. Burden has joined the board 
of Eagle Overseas Airways Limited. One of 
the Eagle group of companies. 


Mr. S. Sharp has been appointed Sales 
Engineer, North Eastern Counties, Polypenco 
Limited. 


Dr. B. Raistrick has been appointed a full- 
time Executive Director of Associated 
Chemical Companies Limited, from April 1. 
Dr. C. H. Clarke retires on March 31. 


Mr. John H. Lawrence, Mr. Donald A. S. 
MacLellan, Mr. James C. Robertson and 
Mr. James G. Workman have been appointed 
to the board of Glenfield & Kennedy 
Limited. 


Mr. S. S. Carlisle, Head of the Physics 
Department, British Iron & Steel Research 
Association, has been appointed an Assistant 
Director. He will be especially concerned 
with the co-ordination of the Association’s 
work on automation and information 
handling. 


Mr. W. H. Smith, Chairman of Allied 
lronfounders Limited, will retire from the 
board on March 31. The new Chairman will 
be Mr. G. S. Steven, who is Vice-Chairman 
& Joint Managing Director and who will 
continue as Joint. Managing Director with 
Mr. H. C. Wilson Bennetts. 





THE RAILWAY GAZETTE 


February 12, 1960 


NEW EQUIPMENT AND PROCESSES 


Cold Cleaner 


COLOS’ L 66 is a safe, non-acid, and non- 
toxic cold cleaner which is claimed to 

give really rapid results in the de-greasing, 

cleaning, and decarbonising of all metals. 

Dilutions of up to 1 part of the cleaner in 
5 parts water can be used for light de- 
greasing. The substitution of water by 
kerosene will increase its effect. A mixture 
of 1 part cleaner to 3 parts water is claimed 
to provide a good cleaning solution for air 
or oil filters. 

Immersion times vary according to type 
and density of deposits, and generally range 
from minutes to about 2 hours. Particularly 
heavy hard-carbon deposits can be satis- 
factorily dealt with by overnight immersion 
followed by hosing or swilling with hot or 
cold water. A very long operational life is 
claimed for the cleaner. 

Further details can be obtained from the 
manufacturer, Industrial Colloids Limited, 
Viaduct Road Works, Altrincham, Cheshire. 


Non-slip Belt Drive 


POWERGRIP tooth-and-groove positive 

non-slip belt drives allow high ratios 
at short centre distances without being 
dependent on the initial belt tension. Stock 
sizes of belts and pulleys cover a range from 
fractional to 64 h.p. at 6,000 r.p.m., and 
drives of up to 1,000 h.p. can be supplied 
at short notice. 

As creep is completely eliminated the 
Powergrip is ideal for lathe spindle drives 
and many other types of machine in which 
speed variation cannot be tolerated. Each 
belt incorporates a number of continuous 
helically-wound steel cables to which are 
bonded a thin neoprene backing and $4 in. 
pitch neoprene teeth of great shear strength. 
Nylon-faced fabric provides a wear-resistant 
surface for the contact face. The belt 
widths available are 3, 1, 14, 2, and 3 in. 

At least one pulley of each drive is flanged 
to retain the belt. The standard method of 
fitting to the shafts is by patented Taper- 
Flushbush which simplifies installation. In 
this, high-tensile jackscrews engage into 
tapped holes in the pulley boss to draw the 
latter on to the Flushbush which is split on one 
side and grips the shaft sufficiently tightly 
to transmit any load applied. Side-fitting 
keys can be used. Partial withdrawal of the 
jackscrews suffices to release the grip on 
the shaft for removal. Heavy-duty belts 
should be used only with pulleys of at least 
3 in. dia., but pulleys are offered for 
use in limited space, providing belt speed is 
low and load is smail. 


The second illustration shows a two-stage 
speed increasing main drive from a diesel 
engine ina dredger. Advantages claimed for 
Powergrip drives include the elimination of 
belt-tensioning devices and the reduction of 
bearing loads. The belts are impervious to 
oil and are quiet in operation. 

Further details may be obtained from 
Crofts (Engineers) Limited, Thornbury, 
Bradford, 3, Yorkshire. 


Heat and Sound Insulation 


BONDACOUST is a fire-resisting sound- 

absorption material made from Celanese/ 
Fibroceta, a highly crimped fine cellulose 
acetate fibre, bonded together by the applica- 
tion of a plasticiser followed by heat treat- 
ment. It is available in a wide range of 
densities and thicknesses depending on 
specific functional requirements, but all 


inherently light in weight and therefore 
suitable for passenger vehicle body 
insulation and crew compartments. Also 
it will not attract vermin, and it has a 
high resistance to attack by bacteria and 
fungus. 

Rolls of up to 72-in. wide are available or 
the material can be supplied in pads. It is 
applied easily and quickly, usually by facing 
with perforated asbestos board or hard- 
board. The manufacturer states that Bonda- 
coust will not fracture or break down because 
of vibration or air movement as in air- 
conditioning systems. Therefore it will 
remain in place even behind expanded metal 
and retain full functional efficiency without 
the need to package. The illustration shows 
it being applied to the roof of a single-deck 
motorbus where it will also act as an efficient 
thermal insulation material. 

Further details may be obtained from 
British Celanese Limited, Foleshill Road, 
Coventry. 


Tunnelling Equipment 


THE compact Holman air-operated Silver 
Three Autostoper suitable for drilling 
vertically upwards when tunnelling in 
rock has been developed from the standard 
Silver Three Handril and is_ integrally 
mounted to the piston of the feed cylinder. 
Although it is intended primarily for 
forming a stope as in mining, it could function 
equally well when drilling to provide a 
means of attaching overhead gear in pilot 
tunnels or when raising ventilation shafts. 
A feed length of 31 in. is provided. Robust 
construction, powerful rotation, and sim- 
plicity of control, with a high rate of blows, 
are claimed to give it particular advantage 
in meeting demands for increased footage. 
It is shown at the left-hand side in the illus- 
tration. 

A quick and easy positive feed control is 
provided on the control handle. Lubrica- 
tion is by line oiler, and special provision 
has been made to ensure good distribution to 
all working parts. The feed cylinder bore is 
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24 in. and overall length 614 in. when 
closed. Total weight is 86 lb. with a col- 
lared steel chuck. 

The Silver Three Double-Extension Auto- 
-stoper, shown to the right-hand side was 
developed to suit specific drilling require- 
ments in Australia where local conditions 
demanded the use of a stoper which would 
provide maximum feed with the shortest 
possible closed length. The latter is only 
51 in. which enables the operator to work in 
tight corners and to angle the autostoper 
much more than can be done with a single- 
extension machine. It is stated to be ideal 
for working in confined headroom and well 
suited to the modern trend of raising in 
preference to sinking. 

The feed length of 40 in. allows a consider- 
able reduction in the number of steels used. 
The feed is controlled within fine limits by 
a sensitive twist-grip throttle. Feed cylinder 
bores are 242 in. and 23 in. The length is 
91 in. when fully extended. It weighs 
98 lb. with a collared steel chuck. 

Further details of both models may be 
obtained from Holman Bros. Ltd., Cam- 
borne, Cornwall. 


Alternative Power for Tractor 


HE Vickers Vigor tractor is now avail- 
able in modified form powered by a 
210-h.p. Cummins NT-6-BI diesel engine 
as an alternative to the Rolls-Royce unit 
previously standardised. 

The power unit is one of the 130—335-b.h.p. 
range manufactured by the Cummins Engine 
Co. Ltd., at Shotts, Lanarkshire, Scotland. 
It has basic parts stated to be interchange- 
able with those of all other British- and 
American-built Cummins engines in the 
same horsepower range which was designed 
specifically for constructional equipment. 
Also it is backed by world-wide service 
facilities provided by distributors at 190 
centres in 110 countries. 

Details of the engine include six vertical 
in-line cylinders with replaceable wet liners, 
four-valve heads and open combustion 
chambers, cam-ground aluminium-alloy pis- 
tons with chromium-plated top rings and 
fully-floating gudgeon pins, roller cam 
followers, and induction-hardened crank- 
Shaft bearing surfaces. The horsepower of 
210 is developed at 1,800 r.p.m. and maxi- 
mum torque occurs at 1,150 r.p.m. Fuel 
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consumption at full speed is 0.375 Ib./b.h.p.- 
hr. Pressure-charging is by exhaust-driven 
turbo-charger. 

The main construction of the Vickers 
Vigor tractor is unaltered and it retains the 
characteristic of being able to move fast 
between sites. Direct drive or torque- 
converter transmissions are available with 
both versions. 

Further details may be obtained from 
the manufacturer, Vickers Armstrongs 
(Tractors) Limited, Vickers House, Broad- 
way, London, S.W.1. 











Hammer Gun Fixing Tool 


THE Bossong cartridge hammer gun 

fixes materials such as timber and 
metals to concrete, steel, brickwork, 
and breezeblocks with a minimum of effort 
by means of cartridge-fired bolts, nails, and 
screws of varying lengths and sizes. In 
addition, studs are available on which a 
portion with Whitworth thread remains 
protruding from the surface for the attach- 
ment of material which has already been 
drilled or punched. 

Bolts and nails can also be fired directly 
into the basic materials. In all cases the 
accessories are permanently fixed into the 
groundwork. 

The gun is automatic to enable cartridges 
to be ejected whether loaded or spent. It 
is stated by the manufacturer that no licence 
is required by contractors who use this 
method of working. There is claimed to be a 
high safety margin. 

Each cartridge gun is guaranteed for 
12 months, and sold in a kit complete with 
a hand tool and interchangeable accessories. 
Barrels, breaches and firing mechanisms are 
proofed by the Worshipful Company of 
Gunmakers. A special muzzle also has been 
designed to ensure accurate fixings into 
slotted angle, T sections, and steel lengths. 

At present, parts are imported and assem- 
bled in this country, but a new factory is 
being established for complete manufacture 
to take place at Hemel Hempstead. 

Further details may be obtained from 
Bossong Co. Ltd., 3 & 4, Duxons Turn, 
Maylands Avenue, Hemel Hempstead, Herts. 


Floor Maintenance 


HREE new machines for floor mainten- 
ance were on exhibition from Febru- 
ary 2-4 inclusive at the Seymour Hall, 
London. They ‘included the “Swallow” 
vacuum polisher/sweeper (illustrated), which 
simultaneously polishes, vacuums, and picks 
up matches, cigarette ends, cartons, and so 
on. The machine is highly mobile and easy 
to use—a foot-operated On/Off switch saves 
bending, and the handle which traverses 
through 180 deg. allows for easy operation 
under furniture and compact storage. It is 
powered by 4-h.p. B.T.H. continuous- 
rated motor with capacitor starting. It is 
safety-earthed and has provision for double 
insulation where this is required. Weight 
is 70 lb. and width of the two contra- 
rotating brushes is 20 in. 

A special filter can be fitted to reduce 
degree of penetration to 0.01 per cent accord- 
ing to a British Standards test. 

Further details can be obtained from 
Cimex-Fraser Tuson Limited, Cray Avenue, 
Orpington, Kent. 
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Further L.M. Region Timetable Changes 


Many new diesel services affording accelerations 


The changes in the London Midland Region 
passenger train services from January 4 were 
on so extensive a scale that the monthly 
L.M. Region train alterations supplement 
for January, which did not appear until well 
after the middle of the month, is expanded 
to 248 pages. It reprints in full Table 93 
(New Brighton, Chester, Shotton and Wrex- 
ham), Table 123 (Manchester Victoria and 
Horwich), Table 140 (Manchester Victoria, 
Preston, Blackpool and Fleetwood), Table 
153 (Preston, Blackburn, Accrington, Burn- 
ley, Colne, and Todmorden), Table 180 (St. 
Pancras, Leicester, Sheffield, and Leeds), 
Table 185 (Manchester, Macclesfield Central, 
and Hayfield), Table 194 (St. Pancras and 
Barking), Table 195 (St. Pancras, Luton, and 
Bedford) and Table 267 (Leicester and 
Burton-on-Trent). The next supplement to 
the timetables is not to be published until 
April 25, and as the information in this 
supplement will not be repeated, timetable 
users are recommended to keep it by them 
for the time being. 

Most of the major alterations are caused 
by introduction of diesel in place of steam 
trains, and by consequent amplification of 
service. Others are the result of the recon- 
struction of Manchester London Road 
Station and the last stages of the electrifica- 
tion work between Manchester and Crewe. 


Manchester Area 

In connection with the latter, recovery 
times south of Stockport are being trans- 
ferred to the times between Stockport and 
Manchester. This means that many down 
trains arrive at and leave Stockport earlier, 
and up trains later, without alteration of 
their Manchester times. On Saturdays a 
number of trains from and to the Crewe, 
Macclesfield and Buxton directions terminate 
at and start from Mayfield instead of London 
Road. Besides the diversion of electric 
trains between Sheffield and Manchester 
from London Road to Central and Victoria 
Stations until April 23, as mentioned in 
the January 8 issue, the Manchester-Glossop 
electric trains and the diesel trains between 
Manchester and both Hayfield and Maccles- 
field Central are being terminated at and 
are starting from Ashburys instead of London 
Road. 

In the Central Division diesel trains 
provide an amplified service between Black- 
pool and Preston, Blackburn, Accrington, 
Burnley, and, alternately throughout the 
day, Colne or Todmorden. New Sunday 
services are operating at two-hourly intervals 
between Manchester Victoria, Bury and 
Accrington, and also between Victoria, 
Bolton, and Blackburn. 


In the Western Division a number of the 
even-interval trains between Birmingham and 
Four Oaks are extended to and from Lich- 
field City; between 12.22 p.m. and 8.52 p.m. 
from New Street there is now a half-hourly 
service continuously (except 2.52 p.m.), 
and similarly in the reverse direction. 


Midland Division 

The new Midland Division multiple-unit 
diesel services between St. Pancras, Luton and 
Bedford were described in the January 15 
issue. Adjustments have been made in the 
times of certain trains between Luton and 
Dunstable, to give good connections with 
the St. Pancras diesels. Mention was made 
of the fact that the 5.30 p.m. from St. Pancras 
now Starts at 5.25 p.m., and by omission of 
the Luton stops is 17 min. earlier from Bed- 
ford; this train has also now taken over from 
the former 4.45 p.m. the name “ Robin 
Hood,” and has been diverted from Kettering 
to Nottingham, stopping only at Manton and 
arriving at 8.5 p.m.; it now includes a re- 
freshment car. Connections with this train 
are running from Kettering to stations 
between here and both Leicester and Not- 
tingham. 

The former 4.45 (now 4.35) p.m. train 
now has no refreshment car, and with stops 
at principal stations between Kettering and 
Nottingham reaches there at 7.25 p.m. Also 
in the Midland Division the hourly diesel 
trains from Nottingham to Lincoln, formerly 
starting on the hour, now leave at 55 min. 
past each hr. 








Fuel Injection Equipment 
Training Centre 


THE wide range of equipment available 

for the servicing of diesel engine fuel 
injection equipment was demonstrated at 
the opening on February 3 of a training 
centre at the Merlin Engineering Co. Ltd. 


works at Halifax. The centre, which 
adjoins the main works, is housed in a 
brick-built building with good natural and 
artificial lighting. Rubber tiles are used for 
floor covering and the walls are lined with 
plastic faced tiles. All work benches and 
storage cabinets are faced with Formica. 
Heating is by thermostatically controlled 
convector and fan circulation electric heaters. 

The equipment covers all operations in 
the testing, servicing, and adjusting of every 
type of fuel pump and injector in current 
use. Practical instruction on the use of 
this equipment is given normally over two 
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to five days. The company is also co- 
operating with technical colleges and trans- 
port authorities in providing extended 
theoretical and practical training courses for 
teachers and instructors. 


Simple Basic Unit 

Each model used for training is based on 
a simple and relatively inexpensive unit to 
which alternative special attachments may 
be added as refinements. The demonstra- 
tion showed how a few basic models covered 
the requirements of service depots doing a 
limited amount of servicing on similar 
engines, and also the complete servicing 
by large depots of injection equipment of 
any type of engine is covered. One of the 
more recent developments in use is the model 
H8/74. This is a Calimaster fuel-pump 
testing machine, driven by a 7}-h.p. electric 
motor and suitable for complete tests of the 
largest eight-cylinder block type pumps. 
A cambox has been developed suitable for 
the testing of the large single unit pumps, 
as used on Sulzer and similar engines now 
being supplied to British Railways. This is 
fitted with electro-hydraulic drive and clutch, 
high-pressure phasing system, and all attach- 
ments required for the testing of any size 
or make of pump. Built-in electroscopic 
phasing equipment can be fitted. In addi- 
tion to the testing of injection characteristics 
a full test is carried out on filters and all 
types of governors. 

In the new equipment available for 
injector testing is a motorised automatic 
dual-control model. Fitted with a 4-h.p. 
geared motor, driving a single element pump,. 
this enables atomisation to be checked at 
speeds below engine cranking speed. The 
motor-driven pump and supply tank are 
housed in the base and the hand-pump unit 
and delivery valve tester on the cover. 
Both methods may be used independently 
or simultaneously, a feature which eliminates: 
frequent stripping of nozzles when testing. 








INSTITUTE OF TRANSPORT MERSEYSIDE SECTION.. 
—Approval has been given for the formation 
of a Chester Graduate & Student Society 
of the Merseyside Section of the Institute 
of Transport. There is already a Liverpool 
Graduate & Student Society. 


Goops TRAIN DERAILMENT CAUSED BY LAND- 
SLIDE.—Eight goods wagons and two tankers 
containing chloride of lime fell down a 
30-ft. embankment at Wakerley, on the 
Market Harborough - Peterborough line, 
British Railways, Eastern Region, on January 
29. The accident was caused by a landslip 
after flooding from the River Welland had 
reached the railway embankment. Nearly 
100 yd. of track was damaged. 


New fuel injection centre at Halifax, Merlin Engineering Co. Ltd. 
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Questions in Parliament 
Congestion at Level Crossing 


Lord Windlesham asked H.M. Govern- 
ment in the House of Lords on January 26 
what steps the Minister of Transport pro- 
posed to take to cope with the traffic block 
caused by the railway level-crossing at Sun- 
ningdale on the main London-Southampton 
road over the Southern Region Reading Line. 

Lord Chesham, Joint Parliamentary Secre- 
tary, Ministry of Transport: It is impractic- 
able to alter the A.30 trunk road or the 
railway at Sunningdale. The Minister is 
planning a new motorway which will take 
through traffic and thus largely eliminate 
congestion at Sunningdale. 


Victoria Tube Line 


Mr. Eric Fletcher (East Islington—Lab.), 
Mr. E. C. Redhead (Walthamstow W.— 
Lab.), Mr. John Harvey (Walthamstow E. 
—C.), Mr. Marcus Lipton (Brixton—Lab.) 
and Mr. A. Albu (Edmonton—Lab.) asked 
the Minister of Transport on January 27 
for a statement on the report of the London 
Travel Committee on the Victoria Line. 

Mr. Ernest Marples, replying to the five 
questions together: I hope to be able to make 
a statement soon. 

Mr. Redhead: May I ask the Minister to 
take due account of the urgency which has 
been stressed by the B.T.C., by all local 
authorities concerned, and now by the Lon- 
don Travel Committee ? 

Mr. Marples: I shall really try to come toa 
decision as quickly as possible. All the 
considerations which have been put forward 
by all the local authorities and the various 
bodies mentioned will be taken into account. 

Mr. Harvey: Construction of the Victoria 
Line should help to make traffic much easier 
on certain other lines, such as the Central 
Line, already grossly overcrowded. 

Mr. Marples: I agree that the Central Line 
is already overcrowded. Unless this country 
has an efficient transport system it will be 
overwhelmed by the number of motorcars. 


Tilbury Line Electrification 


Mr. John Parker (Dagenham — Lab.) 
asked the Minister of Transport on January 
27 what progress had been made with the 
electrification of the London, Tilbury & 
Southend Line. 

Mr. John Hay, Joint Parliamentary Secre- 
tary: The B.T.C. has informed us that the 
main scheme is likely to be completed in 
1961. Installation of the overhead and the 
lineside electrical equipment is proceeding 
and a complete re-signalling has begun. 
The two flyovers and the flyunder at Barking 
were completed in 1959 and reconstruction 
of the station buildings there has been 
started. The new marshalling yard at Ripple 
Lane, already partly in use, will be com- 
pleted this year. 


Punctuality on British Railways 


Captain R. A. Pilkington (Poole—C.) asked 
the Minister of Transport on January 27 to 
give a direction to the B.T.C. to revise 
railway timetables so that the scheduled 
time_of train arrival should conform more 
frequently with the actual time. 

Mr. Marples: No. This is a matter of 
oe for which the B.T.C. is respons- 
ible. 

Captain Pilkington: The present deplor- 
able unpunctuality gives railways a very 
bad name, gives this country a very bad 
name, among visitors from overseas. 

Mr. Marples: Some unpunctuality is 
caused by the modernisation programme. 


Automatic Warning System 


Mr. J. J. Thorpe (North Devon—N. Lib.) 
asked the Minister of Transport on January 
27 how many main lines on British Railways 
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were equipped with automatic train control; 
and how many lines had still to be so 
equipped. 

Mr. Marples: All the main lines in the 
Western Region and those from Kings Cross 
to Darlington, Euston to Rugby, and Edin- 
burgh to Glasgow are equipped with the 
automatic warning system of train control. 
All the remaining main lines are to be so 
equipped. 

Mr. Thorpe: This is highly unsatisfactory, 
as the Western Region has been so equipped 
for the past 50 years, and as far back as 1920 
a committee set up by the then Government 
recommended that all lines should be so 
equipped. At the time of the Lewisham 
disaster, the B.T.C. stated that it would 
accelerate installation of A.W.S. People 
travelling on that line are subject to the 
same dangers as they were on the night of 
the Lewisham disaster. 

Mr. Marples: Dense traffic operates at 
Lewisham but, although it is dense, generally 
speaking it is not very fast. The first job 
is to equip the main lines where the speed 
of the trains is fast. Equipping of the re- 
maining main lines will take time in view of 
the magnitude of the task. It is expected 
to be completed by 1972, but a firm 
programme of priorities has been drawn up 
until the end of 1962, by which time a further 
490 route-miles should be completed. 


Enginemen’s Perception of Colours 


Mr. T. L. Iremonger (Ilford S.—C.) asked 
the Minister of Transport on January 27 
what research he had caused to be carried 
out into the reaction of the human eye in 
different conditions to various colours; 
whether he was aware that railway engine 
drivers were unable to distinguish red after 
looking for long periods at a red-hot fire, 
and that a red light might appear green if 
seen through a rapidly moving lattice; 
whether he was satisfied with the present 
safety arrangements depending upon colour 
on land, in the air, and at sea. 

Mr. Marples: The B.T.C. is making a 
special investigation of the occasional failure 
of engine drivers to observe semaphore and 
coloured signals correctly. The Medical 
Research Council is studying the problem 
and has appointed a committee to advise 
on the research required. I am satisfied 
with the present general safety arrangements 
depending on colour both on land and at 
sea. The colours used for this purpose have 
provided valuable safeguards for many 
years and they are standardised on an inter- 
national basis. The Minister of Aviation 
is in agreement with these views. 


Suburban Station Car Parks 


Mr. Marples, Minister of Transport, in 
a written answer to Mr. R. Sorensen (Leyton 
—Lab.) on January 27 stated: The London & 
Home Counties Traffic Advisory Committee, 
which includes representatives of police 
forces in the London Traffic Area, has 
consulted local authorities on the appoint- 
ment of long-term street parking places 
sited so as to encourage commuters to use 
public transport rather than take their cars 
into Central London. I have since approved 
a proposal by the committee that it should 
work out an experimental pilot scheme, and 
I expect shortly to receive detailed proposals. 
The capacity of car parks at suburban 
railway and tube stations will shortly be 
increased to take some 9,500 vehicles. 


Electrified Lines Overhead Cables 


Lt.-Colonel W. Bromley-Davenport (Knuts- 
ford—C.) asked the Minister of Transport 
on January 27 how many persons had been 
killed during the past three years as a result 
of electrocution due to too-close proximity 
to overhead cables on electrified railway 
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lines; and whether he was satisfied that 
adequate steps were being taken to put up 
sufficient warning notices. 

Mr. Marples: Five people were killed 
during the last three years. I am satisfied 
that it is the policy of the B.T.C. to erect 
adequate warning notices both to the public 
and to the railway staff where necessary. 

Lt.-Colonel Bromley-Davenport: A boy 
was killed in my constituency, at Alderley 
Edge sidings, by a cable carrying 25,000 V. 
The Manchester coroner considered that 
British Railways had been lax in not putting 
up proper notices. 

Mr. Marples: That case would not have 
occurred if the child had not been trespassing, 
because he actually climbed a vehicle and 
got much too near the wire. I will look into 
the question of notices. The point is to try 
to stop children trespassing on the lines, 
which is very dangerous indeed. Talks are 
to be given to all schools on this subject. 


Capital Liabilities of British Railways 

Lt.-Colonel W. Bromley-Davenport (Knuts- 
ford—C.) asked the Minister of Transport 
on February 3 to state the total amount of 
money invested in British Railways, and the 
— losses to date since they were national- 
ised. 

Mr. Ernest Marples, in a written answer: 
On a very broad calculation the capital 
liability of British Railways at December 31, 
1959, may be assessed at some £1,300 million 
and the deficits on British Railways for the 
years 1948-58 at about £300 million. 


B.T.C. Working Surplus in 1963 


Colonel Sir Leonard Ropner (Barkston 
Ash—C.) asked the Minister of Transport on 
February 2, by what date he expected 
British Railways to run without a loss. 

Mr. Ernest Marples, in a written answer: 
The B.T.C. estimates that it should achieve, 
by about the end of 1963, a working surplus 
which can reasonably be put at between £50 
and £100 million. This assessment is con- 
tained in the Commission’s re-appraisal of 
its modernisation plan (Cmd.813), which is 
at present under study by the Government. 


British Railways Modernisation Plan 


Mr. C. A. Mapp (Oldham E.—Lab.) asked 
the Minister of Transport on February 3, 
regarding the statement in para. 117 of 
the B.T.C. re-appraisal plan, as to the 
relationship of the Commission’s financial 
structure to its long-term policies, what 
proposals he had for amending the present 
financial arrangements between the Govern- 
ment and the Commission. 

Mr. A. Wedgwood Benn (Bristol S.E.— 
Lab.) asked the Minister of Transport what 
relief he was contemplating of the Commis- 
sion’s financial obligations. 

Mr. Ernest Marples, in a written answer 
to both questions together: The Government 
has not yet completed its examination of 
the re-appraisal of the modernisation plan. I 
cannot make a statement at present. 


Co-ordinating Road and Rail Services 

Mr. H. J. Boydon (Bishop Auckland— 
Lab.) asked the Minister of Transport on 
February 3 if he would consult with indus- 
trial and other organisations concerned, with 
a view to making plans for greater co- 
ordination of road and rail transport so that 
traffic could be diverted from the most 
dangerous roads. 

Mr. Ernest Marples: Trade and industry 
already know well the services offered by 
rail and road. The B.T.C. has also closely 
consulted them about railway modernisation. 
The best way to help with the problem is to 
improve both road and rail facilities and this 
is being done. 

Mr. Boydon: The Minister might well 
consider co-ordination of heavy loads in 
the great conurbations. 





Mr. Marples: The party opposite had a 
chance of co-ordinating transport, and we 
saw the results in 1947 and 1948. 

Mr. F. F. A. Burden (Gillingham—Lab.): 
‘Will the Minister consider the possibility of 
employing train lorry ferries, comparable to 
the car ferries now used at certain periods of 
the year? 

Mr. Marples: The B.T.C. has adequate 
facilities for this, but is looking to see what 
it can do to get heavy goods off the roads 
and back on the railways. 

Mr. R. Mellish (Bermondsey—Lab.): In 
the last four years even traffic on the Thames 
has been one-third less than it was, because 
of traffic going on to the roads. 

Mr. Marples: This is happening all over 
the world. It is exactly the same all over the 
U.S.A. In Denver the Denver-Chicago 
Trucking Company can take goods by road 
from Chicago to Los Angeles more cheaply 
than can be transported by rail. Door-to- 
door transport is convenient. That is the 
attraction, rather than the consideration of 
cost. 


Railway Pay Inquiry 

Mr. E. Popplewell (Newcastle-upon-Tyne 
W.—Lab.) asked the Minister of Transport 
on February 3 if he would give an assurance 
that the Government would give all necessary 
assistance in implementing in full the findings 
of the Guillebaud Committee. He also 
asked, as the findings of the Guillebaud 
Committee involved the B.T.C. in additional 
expenditure, what financial assistance the 
Government would give to the Commission 
to help meet this additional liability. 

Mr. Marples, replying to both questions: 
The Committee of Inquiry into railway pay 
has not yet reported. It will report to the 
B.T.C. and the railway unions. It will be 
for them to consider the committee’s findings 
within the established negotiating machinery. 

Mr. Popplewell: We seek an assurance 
that when the Guillebaud Committee presents 
its report, which will involve the Commission 
in additional financial expenditure, that the 
Minister will give a guarantee to the Commis- 
sion that the Government will support this 
expenditure. The Government has been 
responsible for the Commission showing a 
cumulative loss of £300 million, after paying 
interest charges up to now. The railwaymen 
want an assurance that the Commission will 
get Government backing for any additional 
financial award which the Guillebaud 
Committee may recommend. 

Mr. Marples: This is not a Government 
inquiry. The three unions concerned and the 
Commission are paying for it. They have 
jointly decided on its terms of reference, 
and it would be wrong for me to anticipate 
the terms of the report. The Committee is 
expected to report in April. 

Sir G. Nicholson (Farnham—C.): Public 
opinion is shocked by the excessively slow 
way in which this committee seems to have 
worked. Will the Minister see that on future 
occasions matters are conducted more 
expeditiously. 

Mr. Marples: This is an attempt to bring 
to an end the vexed question of differentials. 
The less we say about it at the moment the 
better. It took almost six months to settle 
the terms of reference of the committee. 

Mr. Marples said later: I am well aware 
of the gravity not only of the short-term, 
but of the long-term situation. I hope that 
the House will not press me today. 
Railway Safety 

Lt.-Colonel Bromley Davenport (Knuts- 
ford—C.) asked the Minister of Transport 
on February 3, in view of the fact that there 
had been over 1,000 accidents in each of the 
years since nationalisation, what conclusions 
had been drawn by his inspectors as to the 
main causes of railway accidents; and what 
action his department had taken. 
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Mr. Marples: An analysis is given in the 
annual reports of the Chief Inspecting 
Officer of Railways who with his colleagues 
is in constant touch with the B.T.C. and is 
always available for consultation on measures 
to maintain and improve the high standard 
of safety. 

Mr. Marples pointed out later that 
modernisation would increase the amount of 
line controlled by the automatic warning 
system. The inconvenience which people 
would have to suffer in the next 18 months 
or two years would, in the end, bring quicker 
and safer trains. 


Licensing Vehicles During Strikes 

Mr. G. Nabarro (Kidderminster—C.) 
asked the Minister of Transport on 
February 3 what instructions he had given 
to traffic commissioners concerning goods 
vehicle licensing in periods of railway 
strikes. 

Mr. Marples, in a written answer: There are 
no standing instructions. Transport problems 
arising from a strike are best dealt with in 
the light of the situation. 








Staff and Labour Matters 


N.U.R. Threatened Strike 


ON February 4, leaders of the three railway 

trade unions met the Chairman of the 
T.U.C. General Council and the General 
Secretary of the T.U.C. The purpose of the 
meeting was to try to find a solution to the 
impasse which has arisen in connection 
with the threatened strike action of the 
N.U.R. This threat has been made to 
force the union’s demands for an immediate 
interim increase in pay. No means of ending 
the dispute were found. 

The following day, the N.U.R. Executive 
decided that all its members, including 
those on London Transport Railways, 
would be instructed to strike on Monday, 
February 15. The exceptions to this general 
call-out will be N.U.R. members in B.T.C. 
hotels, on provincial buses, and those on 
special safety work. 

On February 5, there was a 5-hr. meeting 
between leaders of the three railway trade 
unions and members of the T.U.C. General 
Council. It subsequently was arranged 
that the talks would be resumed on 
February 8 to consider proposals, not 
disclosed to the public, designed to avert 
the threatened national stoppage. 


Union Support of Strike 


Meanwhile, on February 7, N.U.R. 
members throughout the country discussed 
the proposed strike action. Delegates to 
district council meetings at all big rail 
centres decided to support their union’s 
executive and called on branches to make 
immediate arrangements to implement the 
strike decision. Strike committees were set up. 

The Manchester District Council passed 
a resolution stating that it was determined 
to use the whole of the forces at its disposal 
to ensure victory for its just and reasonable 
demands. 

The N.U.R. Executive has made arrange- 
ments to borrow £1 million from the Co- 
operative Bank to finance strike pay for its 
members. 

The following statement was made in the 
issue of The Railway Review, published on 
February 5 :— 

“The N.U.R. decision to withdraw the 
labour of their members on Monday, 
February 15, was a serious one. The men 
who took it were fully conscious of their 
responsibilities. And let there be no 
mistake about the N.U.R.’s sense of 
responsibility. 
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“No great union in this country has 
been more consistently aware of their 
trust. We would remind critics that, whereas 
many major unions have been involved in 
many official stoppages, it is 34 years 
since N.U.R. men (in the General Strike) 
were involved in strike action officially.” 
There were dramatic developments on 

Monday, February 8, during the course of 
discussions between the three railway trade 
union leaders and T.U.C. representatives, 
when it was announced that Mr. C. W. 
Guillebaud, Chairman of the Railway Pay 
Committee of Inquiry had sent a letter to 
the General Secretaries of the three unions 
and to the Chairman of the British Transport 
Commission. This letter stated that during the 
past week-end the Committee of Inquiry 
had for the first time been able to survey 
the evidence over the whole field and 
although the final analysis of some of this 
material was not yet finished, the Com- 
mittee believed that its task could be com- 
pleted appreciably earlier than previously 
expected. It promised, therefore, that its 
report would be produced not later than the 
week beginning February 29, 1960. 

In view of this unexpected development, 
talks at the T.U.C. were immediately 
adjourned and a meeting was arranged be- 
tween representatives of the three trade 
unions, and the Chairman and _representa- 
tives of the British Transport Commission 
that same night. These talks continued until 
a late hour and the following statement was 
issued at their close :— 

“The Chairman of the B.T.C. met 
representatives of the three railway trade 
unions to-night. There was a frank ex- 
change of views in the light of to-day’s 
developments and the unions are reporting 
back to their executive committees on the 
discussions which have taken place.” 


Situation Unchanged 

There were hopes that the changed situa- 
tion brought about by the promised earlier 
production of the Guillebaud report would 
enable the N.U.R. executive to call off its 
threat of strike action. Unfortunately, these 
hopes did not materialise as, following con- 
sideration of the views exchanged with the 
Chairman of the B.T.C., the N.U.R. execu- 
tive decided unanimously after a 3-hr. 
meeting on February 9 to continue the threat 
of strike action as from midnight, Febru- 
ary 14-15. The view of the union’s executive 
was that its members should have an immedi- 
ate interim increase instead of waiting for the 
issue of the pay committee’s report, despite 
the fact that Sir Brian Robertson had 
stated that, within one week of the receipt 
of the report, he would make an offer of an 
interim increase for all staff under discussion 
back dated to January 11, 1960. The General 
Secretary of the N.U.R. stated that his 
executive was determined in the light of the 
circumstances to get an immediate increase 
for its members. 

The same afternoon, the leaders of the 
three unions returned to T.U.C. headquarters 
for further discussions with the Finance & 
General Purposes Committee. Later, repre- 
sentatives of T.S.S.A. and A.S.L.E. & F. 
departed leaving the N.U.R. to continue 
talks, but it was announced after discus- 
sions of some length that the T.U.C. repre- 
sentatives felt there was nothing more that 
they could do in the matter. ine 

At the time of going to press, the Minister 
of Labour had intervened. He had asked 
representatives of the N.U.R. to meet his 
Chief Industrial Commissioner on the 
morning of February 10. Later that day, 
representatives of the other two -unions, 
A.S.L.E.& F. and T.S.S.A., and subsequently, 
Sir Brian Robertson, also saw the Commis- 
sioner. Later on Wednesday Sir Brian 
Robertson met the Minister of Labour, Mr. 
Edward Heath. 
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British Transport Docks has ordered a 
new twin-screw diesel propelled, suction 
dredger for its dredging fleet at the Humber 
Ports. It will be used initially for dredging 
the entrances to Hull Docks. The new 
vessel, ordered from Fleming & Ferguson 
Limited, of Paisley, will represent a further 
stage in the replacement of obsolete steam 
craft by modern vessels at British Transport 
Docks. 


British Railways, Southern Region, has 
placed the following contracts :— 

Turnerised Roofing Co. Ltd. : 
proofing of roofs, Lancing Works 

J. W. Ellingham Limited : modernisa- 
tion of marshalling yard—earthworks and 
drainage, Ashford (Kent) 

W. H. Gaze & Sons Ltd. : 
park, Ascot 

Henry Hope & Sons Ltd. : 
metal windows, 
Depot 

Geo. Wimpey & Co. Ltd.: construction 
of roads and coal pens, Crawley Goods 
Yard 

C. I. Epps & Sons Ltd. : improvements 
to staff accommodation, Ashford (Kent) 
Motive Power Depot 

The Demolition & Construction Co. 
Ltd. renewal of windows, London 
Bridee Signalbox 

. J. Symons Limited: new heating 

alae. ieee insulation, Durnsford Road 
(Wimbledon) Repair shop 

A. J. Dunning & Sons (Weyhill) Ltd.: 
replacement of goods lift, at Basingstoke 
Station. 


water- 


new car 


renewal of 
Eastleigh Motive Power 


The Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 


From South Africa: 

Equipment for one steel foundry melt 
house, including composite hoppers, charge 
make-up platforms, electric transfer cars, 
cupolas, wet slag quenching system, ladle 
preheaters, diesel transfer car and trailer, 
converters, blowers and ladles. 

The issuing authority is the Stores De- 
partment, South African Railways. Bids 
in sealed envelopes, endorsed “* Tender No. 
F.7897,”’ Steel Foundry Equipment, should 
be addressed to the Chairman of the Tender 
Board, P.O. Box 7784, Johannesburg. The 
closing date is July 8, 1960. Local represen- 
tation is essential. The Board of Trade 
reference is ESB/1084/60. 


25 sets of armature coils (65 coils per set) 
class SE electric locomotive traction motor 
to S.A.R. drawing CE. No. A7/15877 and 
CE. No. A8/15877, but insulated with 
Class H materials in accordance with the 
NEMA index HHHX specification. The 
main cell insulation shall be No. 4 first 
quality mica splittings 
Alternaiivel: 

50 sets of armature coils (65 coils per 
set) class SE electric locomotive traction 
motor to S.A.R. drawing CE. No. A7/ 
15877 and CE. No. A8/15877, but insu- 
lated with Class H materials in accordance 
with the NEMA index HHHX< specifica- 
tion. The main cell insulation shall be 
No. 4 first quality mica splittings 

25 sets of rewinding insulation kits, to 
S.A.R. drawing CEE. IM139. Material 
to be Class H. For use with above coils 
Alternatively 

50 sets of rewinding insulation kits, to 
S.A.R“drawing CEE. IM139. Material to 
be Class H. For use with above coils 

15 sets of commutators complete and 
seasoned in accordance with drawings 
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Contracts and Tenders 


Suction dredger for British Transport Docks 


T. 4719794, M. 8837462, K. 8864587, 

K. 8864708, M. 8837557, V. 8807277, 

V. 4701594 and V. 4701598, class 2Ml 

and 4M1 motor coach main motors 

4 sets of commutators, seasoned, main 
motor armature complete, MV catalogue 

56910 for MV.182 armature, to drawing 

ET.14/2. S.A.R. item 85/770. 

The issuing authority is the Stores De- 
partment, South African Railways. Bids in 
sealed envelopes, endorsed ‘‘ Tender No. 
K7709 ; Coils and Commutators,” should 
be addressed to the Chairman of the Tender 
Board, P.O. Box 7784, Johannesburg. The 
closing date is February 26, 1960. Local 
representation is essential. The Board of 
Trade reference is ESB/1075/60. 


200 axleboxes and _ suspensions in 
accordance with specification Auto 67/ 
1959 
Alternatively 

300 axleboxes and _ suspensions in 
accordance with specification Auto 67/1959 

100 plummer blocks complete with 
bearings, SKF No. §.2513E or equiva- 
lent 
Alternatively 

150 plummer blocks complete with 
bearings, SKF No. S.2513E or equivalent. 
The issuing authority is the Stores Depart- 

ment, South African Railways. Bids in 
sealed envelopes, endorsed ‘ Tender No. 
F. 8180: Axleboxes, Suspensions and Plum- 
mer Blocks for Rail Trolleys,” should be 
addressed to the Chairman, Tender Board, 
P.O. Box 7784, Johannesburg. The closing 
date is March 4, 1960. Local representation 
is essential. Copies of tender documents 
are not available at the Board of Trade. 
The Board of Trade reference is ESB/3711/60. 


From Victoria: 
24 electric barrier mechanisms for level 
crossings. 

The issuing authority and address to which 
bids should be sent is the Secretary for 
Victorian Railways, Melbourne C.1 The 
tender No. is 61,646, The closing date is 
March 2, 1960. The Board of Trade 
reference is ESB/3195/60. 


224 roller bearing axleboxes. 

The issuing authority is the Secretary, 
Victorian Railways, Melbourne, C.1. The 
tender No. is 61,645. The closing date is 
March 2, 1960. The Board of Trade 
reference is ESB/3442/60. 


From Formosa: 

1 diesel locomotive for limestone trans- 
portation at an open quarry, complete 
with accessories and safety devices, ready 
for running. 

The issuing authority and address to 
which bids should be sent is Taiwan Cement 
Corporation, Sining South Road, Taipei, 
Taiwan. The tender No. is 60028. The 
closing date is February 18, 1960. The 
Board of Trade reference is ESB/3184/60. 


From India : 

1 electric traverser for locomotives, 
400V., three-phase, 50 cycles, neutral 
earthed a.c. system. 

The issuing authority is the Director- 
General of Supplies & Disposals, Shahjahan 
Road, New Delhi. The tender No. is P/SR8/ 
15154-K/111A. The closing date is March 2, 
1960. The Board of Trade reference is 
ESB/3164/60. Copies of tender documents 
are not available at the Board of Trade. 


From Syria : 
Construction of the first stage of the 
Aleppo-Lattakia Railway between Wadihi 


and Taltouna, including levelling, con- 
struction of bridges, and embankments. 

The issuing authority is the Minister of 
Communications, Damascus. The closing 
date is February 13, 1960. The Board of 
Trade reference is ESB/1939/60. Copies of 
tender documents are not available at the 
Board of Trade. 


From Sudan : 
100 tonnes of diesel crankshaft lubricat- 
ing oil. 

The issuing authority and address to which 
bids should be sent is the Office of the Con- 
troller of Stores, Sudan Railways, Atbara, 
Sudan. The tender No. is 2095. The closing. 
date is February 27, 1960. The Board of 
Trade reference is ESB/3422/60. 


Further details relating to the above 
tenders together with photo-copies of 
tender documents, unless otherwise stated, 
can be obtained from the Branch (Lacon 
House, Theobald’s Road, W.C.1). 


The Director-General, India Store Depart- 
ment, Government Building, Bromyard 
Avenue, Acton, W.3, has called for tenders. 
for the supply of the following equipment :— 

Bogie boister springs, outer and inner; 
tender No. 18149/BMB/HAL. 

Rubber bonded metal buffers and stops,,. 
and axle holding rubber linings; tender 
No. 18150/59/BMB/HAL. 

3,200 rubber-metal flexible mountings. 
of various sizes for bogies; tender No. 
18151/59/BMB/HAL. 

800 sets of solid rolled or forged stee} 
carriage wheels, and 400 sets of rough 
machined steel axles for carriages; tender 
No. 18155/59/BMB/HAL. 

The tender forms with schedules and speci- 
fications which are returnable on March 10, 
1960, may be obtained from the above office 
(Co-ordination Branch) on payment of a 
fee of 10s., not refundable, for each tender. 








SCOTTISH REGION PASSENGER SERVICES.—A 
new evening train from Ayr to Glasgow, three 
more calls at Irvine by existing services, 
and two more at Dalry, are among changes. 
introduced on February 1, in British Rail- 
ways, Scottish Region, diesel services be- 
tween Glasgow and stations in Ayrshire. 
The new diesel train leaves Ayr for Glasgow 
St. Enoch at 5.55 p.m. daily except Satur- 
days, calling at Newton-on-Ayr, Prestwick, 
Troon, Irvine, and Paisley Gilmour Street, 
and due at St. Enoch at 7.7 p.m. 


CHEAP WEEKEND EXCURSIONS TO SCOTLAND.— 
Early last year British Railways, North 
Eastern Region, announced the introduction 
as an experiment of cheap weekend excursion 
fares between the principal stations in the 
Newcastle—Sunderland—Durham area and 
selected destinations in Scotland. These 
facilities have attracted good support and it 
has now been announced that they will con- 
tinue until further notice. Samples of these 
specially reduced weekend return fares, 
second class, are Newcastle—Edinburgh, 
35s. 6d.; Sunderland—Perth, 52s. 6d.; and 
Berwick—Dundee, 33s. First class weekend 
excursion fares are also available at approxi- 
mately 50 per cent above the appropriate 
second class fares. Tickets are available 
for an outward journey by any train after 
noon on Fridays or any train on Saturdays 
or Sundays. The return journey can be 
made on the Saturday, Sunday, or Monday 
of the same weekend. 





Notes and News 


Permanent Way Institution 1960 Summer 
Conyention.—The 1960 Summer Conven- 
tion of the Permanent Way Institution will 
be held in Belgium, with headquarters at 
Ostend, from May 27 to June 2. A pro- 
gramme is being arranged in conjunction 
with Officers of the Belgian Railways. The 
West Belgium Coach Company has under- 
taken to secure the required hotel accom- 
modation, and so on. Coaches will run 
between the quay and hotels on the days 
of arrival and departure. 


The Safe Life of Rails Examined.—The 
second paragraph of an editorial article, 
** The Safe Life of Rails Examined,” in our 
January 15 issue, should have stated that 
the f.b. rail sections referred to as being 
designed with sharp fillet radii were laid only 
experimentally by British railway companies 
before nationalisation. The sections were to 
a British Standard specification which has 
since been the subject of revision. The 
paper dealt with in our article gives addi- 
tional information about the introduction 
of f.b. rails by British Railways and we 
should add that very careful attention was 
given to fillet radii in designing the new 
109— and 98-lb. per yd. sections adopted in 
1949 after recommendations by the Track 
Committee of the Railway Executive. The 
older B.S. f.b. rail used previously became 
obsolete on British Railways at that time. 


E.C.A.F.E. Railway Sub-Committee Meeting. 
—Mr. John Ratter, Member of the British 
Transport Commission, led the United 
Kingdom delegation to the Sixth Session of 
the Railway Sub-Committee, Economic 
Commission for Asia & the Far East 
(E.C.A.F.E.), Inland Transport & Com- 
munications Committee, United Nations. 
The delegation, which included Mr. H. 
Howard, Mr. H. F. Dennison, and Mr. D. L. 
Bartlett, technical advisers, arrived at 
Karachi on December 9, 1959, and after a 
tour of inspection arranged by the Pakistan 
Railways the meetings were held at Lahore 
on December 15-22. A comprehensive 
agenda included: use of long-welded rails; 
regional research facilities; training of 
railway staff; signalling systems; and a 
report of the Working Party of Railway 
Mechanical Engineers. 
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New Expandite Subsidiary Company.—Ex- 
pandite Adhesives Limited, a subsidiary 
company within the Expandite Group, has 
been formed to manufacture and market a 
range of adhesives. The main emphasis 
will be on adhesives for the civil engineering, 
metal fabrication and assembly, and build- 
ing industries. The company will develop 
and manufacture adhesives for special appli- 
cations as required. The Directors are: 
Mr. T. Pooley (Joint Managing Director, 
Expandite Limited), Chairman; Mr. G. 
Bussey, Managing Director; Mr. A. Cathcart; 
and Dr. J. Bowler Reed. The office and 
factory premises are at Birchley Street, 
St. Helens, Lancs., tel. St. Helens 7376/7. 


Trials with Radio Telephones on Trains.— 
British Railways, London Midland Region, 
is co-operating with the G.P.O. and Pye 
Telecommunications Limited, in carrying 
out a series of trials with mobile radio tele- 
phone equipment fitted in a railway brake 
van. The van was attached to trains running 
between Crewe and Lancaster on February 9, 
Crewe and Liverpool on February 10, 
Crewe and Manchester on February 11, 
and Crewe, Chester and Birkenhead on 
February 12. The G.P.O. has established 
two radio telephone stations in the Man- 
chester and Liverpool areas, which provide 
a public radio telephone service for car and 
road vehicle owners and the scheme has been 
instituted to test the public response to such 
a service. The trials were carried out purely 
for technical experimental purposes only. 


Introduction of New Signalling on the District 
Line, L.T.E.—A further stage in the re- 
signalling of the District Line, London 
Transport Executive, between Bow Road and 
Upminster, under the £2,500,000 modernisa- 
tion and improvement plan for the line, 
was reached last weekend when new signalling 
was brought into use over a further two-mile 
stretch of track. Colour-light signalling of 
the London Transport standard two-aspect 
type has been installed from a point between 
Plaistow and Upton Park to a point between 
East Ham and Barking. It was brought into 
use during the night of February 6-7, 
ready for the start of traffic on the morning 
of February 7. The signals and points in the 
East Ham area will eventually be remotely 
controlled from the new London Transport 
signalbox now being equipped at Barking, 


wees 


Mr. J. Ratter with Mr. Nasir Khan, Chief Draughtsman, Bridge Design Office, 
Lahore, North Western Railway of Pakistan. 
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but for the time being they are controlled 
locally from a temporary route-setting con- 
trol panel at East Ham Station. 


Institute of Transport Rhodesia Section.— 
Approval has been given for the formation 
of a Nyasaland Group and of a Bulawayo 
Graduate & Student Society of the Rhodesia 
Section of the Southern Africa Division of 
the Institute of Transport. There is already 
a Salisbury Group of the Rhodesia Section. 


Starlight Special to Run Again from April.— 
Starlight Special trains will run between 
Glasgow, Edinburgh and London on Good 
Friday, April 15, and each Friday from 
May 20 to September 9, inclusive. The 
return fare of 85s. includes a reserved seat 
on the outward and return journey. Pas- 
sengers may return by Starlight Special 
eight or 15 days later. Light refreshments 
will be obtainable in a cafeteria car. 


L.T.E. Country Bus Service Alterations.— 
The schedules of certain country bus routes 
of London Transport Executive, notably 
in areas north and north-west of London, 
were altered on February 3 to improve con- 
nections with train and with other bus 
services. They include routes in the Amer- 
sham and Chesham areas where the new 
Metropolitan Line timetable has _necessi- 
tated alterations to most L.T.E. bus time- 
tables. 


** The New Moon.’’—The London Transport 
Players gave an excellent performance last 
week of the musical comedy, ** The New 
Moon,” book and lyrics by Oscar Hammer- 
stein, Frank Mandel and Lawrence Schwab, 
and music by Sigmund Romberg, at the 
Scala Theatre, London, W.1. This well- 
known musical comedy was admirably 
suited to the outstanding ability of the cast. 
The role of Marianne Beaunoir was beauti- 
fully played and sung by Joan Partington, 
as was the part of Robert by Anthony 
Brockwell. Excellent performances were 
given by Terence Hutchings as Phillippe, 
Judith Burnham as Julie, Charles Perks as 
Vicomte Ribaud, and by no means least, 
Brian Orton as Alexander. In fact the whole 
cast were so good, including the ladies and 
gentlemen of the chorus, and the dancers, 
that it is difficult to differentiate. The entire 
production was staged and devised by Eva 
Callebaut, and the choreographer was Olive 
Hurford. The Musical Director, John Pinches, 
is to be congratulated on the performance 
of the attractive music of this play. 


Institute of Transport Congress in London.— 
The 1960 Congress of the Institute of 
Transport is to be held in London, for the 
first time since 1925. Mr. R. G. Grout, 
President of the Institute, will preside. 
The congress will be opened by Mr. Ernest 
Marples, Minister of Transport, on April 27, 
at 9.45 a.m. at the Waldorf Hotel, where the 
congress will be held in the Adelphi suite. 
Three papers on the future of transport will 
be discussed. The subject of the paper by 
Sir Brian. Robertson, Vice-President of the 
Institute and Chairman of the British 
Transport Commission, is “‘ Some thoughts 
on the future of transport’; it will be de- 
livered on April 27 at 11 a.m. Sir Donald 
Anderson, Past-President, Chamber of Ship- 
ping, and Chairman-Elect of the P. & O. 
Steam Navigation Co. Ltd., is to speak on 
“ British shipping : a national service or a 
commercial enterprise ?”’ on April 28, at 
10 a.m. Mr. Peter Masefield, a Past-President 
of the Institute, President of the Royal 
Aeronautical Society, and Managing Direc- 
tor of Bristol Aircraft Limited, will present 
a paper on “ British transport aeronautics : 
looking ahead,’ at 11 a.m. on April 28. 
An informal assembly will be held at the 
Waldorf Hotel on April 26, and a reception 
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at Guildhall next day. The annual dinner of 
the Institute will take place at the Dorchester 
Hotel on April 28, when Mr. Ernest Marples, 
Minister of Transport, will be the guest of 
honour. An exhibition of modern railway 
rolling stock, illustrating the progress made 
in railway modernisation, will be open at 
the Marylebone Goods Depot, and visits 
will include railway installations as mentioned 
in our February 5 issue. 


G.E.C. Publicity Organisation Change of 
Address.—The Publicity Organisation of 
the General Electric Co. Ltd. has moved 
from Magnet House, Kingsway, to Kemble 
House, Kean Street, London, W.C.2. The 
telephone number, Temple Bar 8000, remains 
the same. 


B.I.C.C. Middlesbrough Branch Extended.— 
British Insulated Callender’s Cables Limited 
has extended its branch premises at Norton 
Street, Middlesbrough, for the second time 
in five years. Another storey has been 
added to the building and as a result an 
extra 2,000 sq. ft. is now available for a 
greater variety and quantity of stock. 
Primary consideration has been given to 
armoured P.V.C. and _ mineral-insulated 
cables. 


Railway Towns Deputation to Minister of 
Transport.—Representatives of the local 
authorities of 14 towns dependent on railway 
workshops decided recently to set up a sub- 
committee to consider the question of 
closing railway works and to ask the Minister 
of Transport, Mr. Ernest Marples, and the 
Chairman of the British Transport Commis- 
sion, Sir Brian Robertson, to receive a 
deputation. A resolution was passed expres- 
sing serious concern at the long-term 
prospects of employment in railway work- 
shops and calling the attention of the 
Ministry of Transport, the B.T.C. and the 
Board of Trade to the need for long-term 
planning. It was also decided to ask for the 
repeal of the clause of the Transport Act 
which prevented anything not required for the 
railway being made in railway workshops. 
The meeting was attended by M.P’s. from 
constituencies likely to be affected by 
redundancy and representatives of trade 
unions. It was called by the Eastleigh 
Borough Council, Hampshire. Complaints 
were made that local authorities had been 
unable to obtain information from the 
B.T.C. which would enable them to take a 
more considered view of the employment 
situation. 


Trade Mission to the United Arab Republic.— 
In response to an invitation from the Govern- 
ment of the United Arab Republic a small 
party of British businessmen and industrial- 
ists is going to Cairo on February 23, under 
the auspices of the Advisory Council on 
Middle East Trade and the Federation of 
British Industries. The purpose of the 
mission will be to renew trading contacts 
and to examine the prospects of increasing 
trade in both directions between the United 
Kingdom and the U.A.R. The leader of the 
party will be Mr. George Nelson, Managing 
Director of the English Electric Co. Ltd., 
and Industrial Leader and Vice-Chairman 
of A.C.M.E.T. Other members will be 
Messrs. J. C. Hanbury, Chairman, Allen & 
Hanburys Limited; M. Pearce, Overseas 
Manager, Geo. Wimpey & Co. Ltd.; R. 
Wonfor, Sales Director, Vickers-Armstrongs 
Limited; H. Eccles Williams, Managing 
Director, Rabone Petersen & Co. Ltd., and 
Chairman, National General Export Mer- 
chants Group; and K. E. Mackenzie, 
Assistant Secretary in Commercial Rela- 
tions & Exports Department of the Board 
of Trade, and Executive Secretary of 
A.C.M.E.T. The mission will meet Economic 
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Ministers of the U.A.R., members of the 
Five-Year Plan Organisation, Suez Canal 
Authority, Chambers of Commerce, and the 
Federation of Industries, and local business- 
men and others. Visits will be paid to 
Alexandria, Mahalla el Kubra, Kafra el 
Dawar, and Ismailia. 


Birmingham Railway Carriage & Wagon 
Co. Ltd. Denial of Take-over Bid Rumours.— 
The directors of Birmingham Railway 
Carriage & Wagon Co. Ltd. have issued a 
statement denying recent take-over bid 
rumours. For some time past, the Directors 
say, they have been endeavouring to find 
a suitable means of diversification or the 
improvement of prospects in other ways. 
One or two projects have been surveyed and 
one is still under consideration. Discussions 
are said to be only at a preliminary stage 
and due advice will be given promptly to all 
concerned if anything more definite appears 
likely. 


Record Holiday Year for Britain —Almost 
six months of continuous sunshine in 1959 
brought to British resorts the heaviest holiday 
traffic ever recorded. This is shown by the 
results of a home holiday survey carried 
out by Social Surveys (Gallup Poll) Limited, 
on behalf of the British Travel & Holidays 
Association. The number of British people 
going away from home for a holiday, whether 
in Britain or abroad, was roughly 30 million 
in 1959, compared with 27 million in 1958 
and 25 million in 1955. Travel abroad repre- 
sents a small proportion of the total traffic 
(just over two million) and accounted for 
only a small percentage of last year’s increase 
in holiday-making. Due to the exceptionally 
good weather and the early dates of Easter 
and Whitsun, the season started much 
earlier than usual and the resorts reported 
busy months from May through to Septem- 
ber and October. Nearly everywhere the 
season lasted at least three weeks longer than 
usual. 
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Train Fire in Italian Tunnel.—An_ express 
electric train caught fire on February 7, in 
one of Italy’s longest tunnels, between 
Florence and Bologna. More than 60 
passengers were taken to hospital with minor 
injuries, burns or slight gas poisoning. A 
passenger saw flames coming from the rear 
motor, and pulled the alarm signal. Many 
people were injured in attempting to get 
off the train in the dark. Others lost con- 
sciousness because of fumes and smoke. 
The line was closed to traffic for several 
hours. 


Skefko Ball Bearing Co. Ltd. 50th Anni- 
versary.—The Skefko Ball Bearing Co. Ltd. 
celebrated its golden jubilee on February 8, 
by donating £100,000 to employee benefit 
schemes and by granting an extra day’s 
paid holiday this summer to its 5,000 workers. 
The money is to be spent on sickness benefit 
on trust to alleviate hardship among staff, 
employees and pensioners and on improving 
long service benefit. A Skefko jubilee prize 
is to be awarded annually at Luton College 
of Technology and a Skefko travelling 
scholarship is to be established in the near 
future to enable college students to travel 
abroad. 


Liverpool Street Station Modernisation 
Progress.—The first stage of modernisation 
recently carried out at Liverpool Street 
Station, British Railways, Eastern Region, 
included the widening and reconstruction 
of platform 10, the strengthening of a nearby 
footbridge and track alterations to make 
room for electrification structures. In addi- 
tion, the road adjoining the platform is 
being strengthened and widened to cater for 
modern transport requirements. Later this 
year a new diesel depot, with a locomotive 
mechanical cleaning plant and fuelling 
facilities, will be brought into use on the site 
of the existing coaling plant which is being 
removed. The steam locomotive turntable 
is also to be dismantled. 








Enlarged Meeting of I.R.C.A. Permanent Commission 


(See editorial article on page 179) 


At New Delhi (left to right): Mr. J. Dayal, Financial Commissioner, Railway Board; 


Brigadier C. A. Langley; Mr. K. B. Mathur; 


Mr. K. W. C. Grand; and Mr. S. B. 


Warder, after a meeting of the I.R.C.A. Permanent Commision 
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Forthcoming Meetings 


February 15 (Mon.).—Institute of Transport, 
Sussex Group, at the Arlington Hotel, 
Brighton, at 6.15 for 6.30 p.m. ‘“‘ The 
Kent Coast electrification,” by Mr. P. A. 
White. 

February 16 (Tue.).—Institute of Transport, 
Humberside Section, at the Chamber 
of Commerce & Shipping, Hull, at 
7.30 p.m. Paper on “ Refrigerated 
transport,” by Mr. J. L. Cregeen, 
Manager, Mechanical Engineering Tech- 
nical Division, Unilever Limited. 

February 16 (Tue.).—Institute of Transport, 
Scottish Section, at 46, Bath Street, 
Glasgow, at 6 p.m. Paper on “ Euro- 
pean transport policies,” by Brigadier 
A. E. M. Walter. 

February 18 (Thu.).—Institute of Transport, 
Bournemouth—Poole Group, at the 
Town Hall, Bournemouth, at 6 p.m. 
Paper on “ Town planning and trans- 
port,” by Mr. F. Greenen, Jackson & 
Greenen, Architects. 

February 18 (Thu.).—Diesel Engineers & 
Users’ Association, in the Institute of 
Marine Engineers, the Memorial Build- 
ing, 76, Mark Lane, E.C.3, at 2.30 p.m. 
Paper on “ Foundations and mountings 
for diesel engines,” by Mr. P. J. C. Teece. 

February 22 (Mon.).—Railway Correspond- 
ence & Travel Society, West Riding 
Branch, at the Talbot Hotel, Kirkgate, 
Bradford, 1. At 7.30 p.m., paper on 
** Researches in the archives,”” by Mr. 
Cyril Smith, President of the Society. 

February 23 (Tue.).—Railway Correspond- 
ence & Travel Society, East Midlands 
Branch, at Thurland Hall, Nottingham, 
at 7.30 p.m. “Researches in_ the 
archives,” by Mr. Cyril Smith. 

February 24 (Wed.).—Railway Students’ 
Association, at the London School of 
Economics & Political Science, Hough- 
ton Street, W.C.2, at 6.15 p.m. Debate 
with the British Railways, Western 
Region, London Lecture & Debating 
Society on the motion “ That a com- 
plete unification of inland transport, 
including air, is essential to the economic 
welfare of Great Britain.” 

February 24 (Wed.).—British Railways, 
Western Region, London Lecture 
Debating Society, at 6.15 p.m. Debate 
with the Railway Students’ Association 
at the London School of Economics, 
Houghton Street, W.C.2. 

February 24 (Wed.).—Peterborough Railway 
Discussion Group, at Peterborough 
Technical College, Eastfield Road, at 
6.45 p.m. Paper on “ Statistics can 
lie! (How good is my sample)” by 
Dr. W. R. Buckland, Head of the 
Statistical Advisory Service, London 
Transport Executive. 

February 24 (Wed.).—British Railways, 
Southern Region, Lecture & Debating 
Society, at the Chapter House, St. 
Thomas’ Street, S.E.1, at 6 p.m. 1960 
Continental tour film night. 

February 25 (Thu.).—British Railways, 
London Midland Region, Lecture 
Debating Society, in the Clerical Staff 
Dining Club, Cardington Street, Euston, 
N.W.1, at 5.45 p.m. Essay Com- 
petition. Presentation of prizes and 
reading of prize essay. 

February 26 (Fri.).—Royal Engineers Army 
Emergency Reserve (Transportation), at 
the Cafe Royal, Regent Street, W.1. 
Annual dinner. 

February 27 (Sat.).—Permanent Way Institu- 
tion, Nottingham & Derby Section, 
at the Victoria Station Hotel, Notting- 
ham, at 3.30 p.m. Films, discussion 


group. 


THE RAILWAY GAZETTE 


February 27 (Sat.).—Railway Corres- 
pondence & Travel Society, South of 
England Branch, at the Junction Hotel, 
Eastleigh, at 6.30 p.m. Paper on 
“Industrial railways in the South- 
ampton area,” by Mr. W. Stearne. 








OFFICIAL NOTICES 


‘THE DIRECTOR GENERAL, India Store Depart- 
ment, Government Building, Bromyard Avenue, 
Acton, W.3, invites Tenders for the supply of :— 
Tender Ref. No. 18149/BMB/HAL 
*“ Bolster Springs—Outer and Inner for 
Railway Bogies.” 

The Tender Forms with Schedules and Specifications 
which are returnable on March 10, 1960, may be 
obtained from the above office (Co-ordination Branch) 
on payment of a fee of 10s. (not refundable) for each 
Tender. 

Applications for tenders should specify the above 
reference. 


THE DIRECTOR GENERAL, India Store Depart- 
ment, Government Building, Bromyard Avenue, 
Acton, W.3, invites Tenders for the supply of :— 
Tender Ref. No. 18151/59/BMB/HAL 
“3200 off’ Rubber-Metal “ Flexible 
mountings of various sizes for Railway 
Bogies.” 

The Tender Forms with Schedules and Specifications 
which are returnable on March 10, 1960, may be 
obtained from the above office (Co-ordination Branch) 
on payment of a fee of 10s. (not refundable) for each 
Tender. 

Applications for tenders should specify the above 
reference. 


THE DIRECTOR GENERAL, India Store Depart- 
ment, Government Building, Bromyard Avenue, 
Acton, W.3, invites Tenders for the supply of :— 
Tender Ref. No. 18150/59/BMB/HAL 
“Rubber Bonded Metal Buffers and Stops ; 
and Axle Holding Rubber Linings.” 

The Tender Forms with Schedules and Specifications 
which are returnable on March 10, 1960, may be 
obtained from the above office (Co-ordination Branch) 
on payment of a fee of 10s. (not refundable) for each 
Tender. 

Applications for tenders should specify the above 
reference. 


THE DIRECTOR GENERAL, India Store Depart- 
ment, Government Building, Bromyard Avenue, 
Acton, W.3, invites Tenders for the supply of :— 
Tender Ref. No. 18155/59/BMB/HAL 
“800 sets of Solid Rolled or Forged Steel 
Carriage Wheels to I.R.S. drawings and 
400 sets of Rough Machined Steel Axles for 
Rail Carriages.” 

The Tender Forms with Schedules and Specifications 
which are returnable on March 10, 1960, may be 
obtained from the above office (Co-ordination Branch) 
on payment of a fee of 10s. (not refundable) for each 
Tender. 

Applications for tenders should specify the above 
reference. 


THE REPUBLIC OF THE SUDAN. Applications 
are invited from those suitably qualified to 
fill the following vacancies in the Sudan Railways :— 

(a) Assistant Works Manager—Ref. 4/1934. 

(b) District Locomotive Superintendent—Ref. 4/1907. 

(c) Water Service Engineer—Ref. 4/1935. 

(d) Resident Electrical Engineer (Diesel)—Ref. 

4/1926. 

Candidates for posts (a) and (6) must be fully quali- 
fied locomotive engineers, hold a degree in Mechanical 
Engineering or be Corporate Members of the Institu- 
tion of Mechanical Engineers. Must have served a 
recognised apprenticeship with a firm of locomotive 
and wagon builders or a railway company. Must have 
held a position of responsibility in locomotive engineer- 
ing for not less than five years. 

Candidates for post (c) must be a graduate of a 
University or Engineering College with an extensive 
knowledge of mechanical and hydraulic engineering. 
Must be fully conversant with both diesel and steam 
pumps, laying of pipes, running of watering station, 
knowledge of water treatment and analysis. Experi- 
ence in drilling bores is required. 

Candidates for post (d) must be fully qualified 
electrical and diesel engineers. Be Corporate Members 
of the Institution of Electrical Engineers or have 
equivalent qualifications. Have served a recognised 
apprenticeship with a railway company and have 
extensive experience in the repair, maintenance and 
operation of Main Line Diesel Electric Locomotives 
together with sound experience in motive power 
organisation. Must be able to control junior staff. 

Age limits for these appointments 30-50 years. 

Appointments will be on contract (with bonus) 
for a period of three years in the salary range £S.1,075— 
£S.1,975. <A cost of living allowance is payable and 
an initial outfit grant of £8.50 is payable on appoint- 
ment. 

Annual home leave accrues at the rate of seven days 
per month. 

Applications should be made in writing, giving 
fullest particulars and qualifications, experience and 
age to The Sudan Embassy, Appointments Section, 
Cleveland Row, St. James’s, London, S.W.1, quoting 
the appropriate reference number. 

Closing date, February 29, 1960. 














February 12, 1960 


Railway Stock Market 


Fear of a railway strike dominated 
sentiment in stock markets, where share 
values again moved lower, though this was: 
attributed mainly to falling-off in demand. 
Selling was not particularly heavy. The 
reactionary trend in markets has also reflected 
the warning by the Chancellor of the 
Exchequer, Mr. Heathcoat Amory, of the 
vital necessity to keep costs down, for unless 
both sides of industry help towards this end, 
fresh measures may become necessary to keep 
inflation in check. 

In contrast with the reaction in industrial 
shares, foreign rails tended to attract a little 
more attention. Buyers were in evidence 
for Antofagasta. The ordinary stock rose 
to 174, compared with 15 a week ago, while 
the preference stock showed a fresh rise from 
314 to 344; the 5 per cent (Bolivia) deben- 
tures remained at 100. 

Buyers were also about for Costa Rica 
ordinary stock, which rose afresh from 244 
to 26, while the 64 per cent first debentures 
were fractionally higher at 804, Chilean 
Northern first debentures were 59, Mexican 
Central “A” bearer debentures eased from 
574 to 57, Paraguay Central prior debentures 
kept at 154 and Brazil Railway bonds at 8. 
United of Havana second income stock 
was again 6, and San Paulo Railway 3s. 
units kept at 1s. 63d. International of Central 
America remained at $244 and the preferred 
at $1084. 

Canadian Pacifics at $474 were the same 
as a week ago; the 4 per cent preference and 
4 per cent debentures were 564 and 66% 
respectively. White Pass shares strengthened 
from $134 to $13$. 

West of India Portuguese capital stock 
gained a point at 1104, Barsi stock was again 
quoted at 294. In other directions, Nyasaland 
Railways shares and 34 per cent debentures 
have been maintained at 10s. and 514 
respectively. 

A principal feature among shares of 
locomotive engineering and kindred under- 
takings has been continued activity in 
Birmingham Wagon shares, which at 42s. 6d. 
more than held the big advance recorded a 
week ago. In other directions, most shares 
have reflected the easier trend of stock 
markets. North British Locomotive eased 
from 12s. to 11s. 9d. Westinghouse Brake 
came back from 56s. 6d. a week ago to 55s. 
and Charles Roberts 5s. shares from 18s. 6d. 
to 17s. 3d. Beyer Peacock 5s. shares lost 
3d. at 8s. 6d., and business in G.D. Peters 
ranged from 20s. 6d. up to 22s. Elsewhere, 
Gloucester Wagon 10s. shares rose on balance 
from 15s. 6d. to 16s. and Wagon Repairs 5s. 
shares have been well maintained at 12s. 14d 

Broome & Wade were steady at 31s. 9d. 
with Holman Bros. 10s. shares 23s. 9d. 
Under the influence of the higher dividend 
and the expected take-over offer from Davy- 
United, Power Gas Corporation shares at 
88s. 9d. were Ss. higher on balance. Davy- 
United eased 1s. at 109s. 6d. and in othe 
directions there was a reaction from 35s. 3d. 
to 33s. 6d. in Ruston & Hornsby. 

Moreover, reflecting the stock marke 
trend, Pressed Steel 5s. shares have reacte 
from 42s. 9d. to 41s., but Dowty, 10s. share: 
at 54s. 14d. compared with 52s. 6d. a week 
ago. 

Babcock & Wilcox came back fron 
47s. 3d. to 46s., T. W. Ward from 47s. 3c 
to 46s., and B.I. Cables from 58s. 9d. to 58s 
Pollard Bearing 4s. shares gained a fev 
pence at 4ls., and Ransomes & Marle 
strengthened to 25s. 9d. Lancashire Dynam: 
have eased to 76s. 6d. and Metal Industries 
were back to 65s. following the success 0! 
their bid for Lancashire Dynamo. _ Asso- 
ciated Electrical lost Is. at 64s., Genera! 
Electric Is. 3d. at 43s. 6d. and English 
Electric were 47s., against 47s. 6d. a week ago. 
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